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It's here! Moto Guzzi's revolutionary, new 1000cc Automatic. An un- 
paralleled blend of design and engineering in a truly unique machine. 

An automatic, torque converter transmission which eliminates the 
chore of constant shifting. A new, emergency sidestand that auto- 
matically locks the rear wheel to prevent unexpected rolling. Elec- 
tronic petcocks meter the flow of fuel through the twin carbs. Special 
air spoilers on the front safety bars increase high-speed stability. 
Air and oil filters increase performance and engine life. Standard 
footboards provide added touring comfort. 

And when you're ready to ease the |Guzzimatic to a-stop, an ex- 
clusive, patented triple-disc integral braking systempprovides safe, 
sure stopping power. : 

All this plus Guzzi's race-tested cradle frame an suspension 
molded around a smooth, reliable shaft drive and a host 
benefits give the Guzzimatic a new mark i 

Inspect the exceptional, 1976 Guzzimatic 1000 at 
Guzzi dealer soon and see for yourself why Guzzi has 
increasing choice.of knowledgeable motorgyclists. 


PREMIER 
MOTOR CORP. 


Hasbrouck Heights, New Jersey 07604 
Exclusive Distributer in U.S. & Canada 


Matching saddlebags standard equipment. Windshield optional. 
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The Daytona 


anew name for a new en 





Somewhat Sensuous. 
Introducing The Daytona, a frame-mounted fairing that will totally 
change the American touring scene. A fairing that will give you a 


smooth, effortless, controlled ride like you've never experienced 
before. A fairing that penetrates the wind rather than pushes it. 


Somewhat sensuous? Yes, but with a durability that lasts and 
lasts. The Daytona, a companion that will be with you mile after 


carefree mile. 
The Daytona. 
; j anew name for a new era 
write for further information and the dealer nearest you: 


Meyer Plastics, Inc. e 5101 East 65th Street e Indianapolis, IN 46220 e 317-259-4131 
In Canada: PDQ Motorcycle Accessories e Ontario 
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H Riding a dealer-modified Honda XL-350, veteran desert rider 
Baker & Honda Win Al Baker won his class and the overall SCORE points cham- 
SCORE S Overall Points pionship for 1975, according to that major sanctioning body 
i i of off-road racing. This year’s events included the brutal Baja 
Championship. 1000 and Baja Internacionale 500, the Parker 400 in Arizona, 
and the World Championship of Off-Road Racing held in River- 
side, California. Beating world-famous riders and drivers of 
14 classes of machines, Baker also becomes the highest money- 
winner in SCORE history. Strength, power and, most of all, 
dependability were the Honda qualities that helped Baker win. 
And Honda builds those qualities into the bikes you can buy. 
See them at your Honda dealer. 


Motorcycle Educational Many Honda dealerships are now part of an important new 


program to help make loan motorcycles available to local 
Loan Pr ogram Begun schools for educational purposes. It's called the Honda Motor- 
by Honda. cycle Educational Loan Program. Participating Honda dealers 
furnish up to eight CB-125S models for a six-month period. 
Also, in order to make the move from the classroom to the 
street even easier, some Honda dealers will be providing the 
use of their Test Track™ motorcycle riding simulators. The 
Honda Motorcycle Educational Loan Program is another 
example of Honda's commitment to motorcycle safety and 
rider education. 


Honda Generator Helps In the middle of desolate Baja California, Mexico, far from 
: : most modern conveniences, is a little village called San Telmo. 
Doctors in Mexican Town. Thanks to a group of volunteer American medical professionals 
and small-aircraft owners named the Flying Samaritans, the 
villagers are given medical attention every month, free of charge, 
in a five-room adobe clinic. Until recently, the clinic was lit 
and heated by sunlight. Now, with the use of a Honda E-1500 
portable generator, the clinic has a source of power the people 
and the volunteer dentists, doctors, nurses and pharmacists can 
count on. Day or night. Regardless of season. 


Introd ucing New Tou ring Hondaline's new touring gloves offer the comfort and fit only 
genuine leather can provide. Available in sizes from small to 
Gloves from Honda. extra large, the new touring gloves have the quality features 
touring enthusiasts demand. For instance: a padded palm, ther- 
mal lining, a long gauntlet with a heavy duty zipper for an 
adjustable fit plus a gusset behind the zipper to help keep you 
warm and dry, and an elastic wrist band to help keep the 
gloves fitting snug. Ask your Honda dealer for a test fitting of 
the new Hondaline™ touring gloves. 


Racing may void some Honda warranties. 
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Editorial 





Racing 


9 As Cycle mentioned last month, Yamaha 
won't have Suzuki and Kawasaki to kick 
around Daytona any more, since both fac- 
tories recently announced an end to their 
official involvements in AMA Championship 
road racing. Suzuki has been going big-bore 
racing since the introduction of their Titan 
500 air-cooled twin, and Kawasaki since 
1970, when they showed up in Florida with 
worksy-looking 500 triples. Both factories 
have given AMA racing their full support, 
and both have come away from it with some 
success—Suzuki picked off four Nationals 
and Kawasaki seven, none of which, un- 
happily, was Daytona, the winning of which 
can make a season, or a career. Still, the 
two of them raced hard, spent hard, tried 
hard—and by so doing had a profound 
influence on the advancement of American 
racing, and racers. 

Why do factories race, anyway? Do they 
look upon a track through mountain 
climber's eyes and take a ram at it because 
it's there? Are their efforts fueled coldly by 
projected commercial benefits they imagine 
to march in lock-step with racing success? 
Do they subject modified versions of what 
they produce to the rigors of the race track 
in order to improve the bike they sell to the 
street-ridin' buyer? 

There are different answers for different 
factories, of course. One senses that in the 
cases of Suzuki and Kawasaki, racing pro- 
grams were undertaken to more firmly es- 
tablish their legitimacy. If they were to whip 
Harley-Davidson or Triumph at Daytona (or 
anywhere else), then in the minds of poten- 
tial customers, they would be more clearly 
identified as serious manufacturers of 
serious motorcycles. Ultimately, both factor- 
ies, having become major forces in the 
American marketplace, continued to race, 
despite their credentials—which doesn't 
mean the primary rationale was wrong, but 
rather that the rationale had to be changed 
to fit new circumstances. They were both 
solidly established as builders of motorcy- 
cles; it subsequently became important that 
their motorcycles were generally acknowl- 
edged to be good ones, which racing suc- 
cess would surely point out. 

BMW in recent years has undertaken a 
modest Class C involvement, and a less- 
modest Production racing involvement. 


4 


BMW's reasoning was clear and straight- 
forward: we are changing our image, BMW 
said. We are offering motorcycles in colors 
other than black; we are offering motorcy- 
cles in displacements other than 500 and 
600 and 750. We do not want to continue 
being known as a manufacturer of old man's 
motorcycles. What better way to change 
one's image from staunch conservatism to 
enlightened conservatism than to spread 
some noisy hydrocarbons around a race 
track, and kick a few tails in the process? 
What better way indeed. 

An argument could be made on behalf 
of demonstrating the prowess of a specific 
new model by racing it. Honda introduced 
the CB-750 Four in 1969 and raced several 
versions of that worthy at Daytona in 1970, 
one of which was lucky enough, fast enough 
and tough enough to win. Having got exactly 
what it came for, Honda Ltd. packed up its 
weaponry (presumably in magnesium and 
titanium crates) and was never seen at full 
force on an American road race track again. 
Their justification for coming was to rein- 
force the appeal of a relatively brand new 
motorcycle; their justification for leaving was 
that they had done just that, and saw no 
reason for persisting. 

You will no doubt notice that racing as 
discussed above is consistently rationalized 
by its commercial value; Harley-Davidson 
needs no such excuse. H-D races because 
. . . H-D has always raced, and because 
H-D enjoys it, and because H-D is good at 
it. For the Milwaukee crowd competition has 
historically supplied its own magical mo- 
mentum: if there is racing to be done, then 
H-D races. It'S as simple as that. Harley- 
Davidson people will tell you that their 
dealers expect them to race, they will tell 
you that racing puts a fine edge on their 
over-the-counter motorcycles and acces- 
sories, they will tell you that certain loyalties 
are strengthened by racing—but at the mid- 
dle of their ongoing and quite expensive 
competition effort lies a deep and reflexive 
devotion. When their flathead 750s were 
king H-D offered up extravagant pavement 
teams; when the flathead died Dick O'Brien 
and crew tried for two years to keep the 
iron-head XR from melting; and while they 
were doing that they were refining a brand 
new, for-racing-only alloy overhead twin. By 


the time the new XR-750 was capable of 
producing consistent dirt-track wins, it had 
been passed by as a pavement threat—so 
H-D simply brought over their Italian sub- 
sidiary's 500cc two-stroke twin, and had at 
'em with that. One gets the feeling that if 


' H-D were reduced to Toppers, then they'd 


race Toppers. Because racing is what H-D 
does, and that is all there is to it. 

Yamaha is much the same way: Yamaha 
races. Period. Yamaha in fact has created 
road racing as we know it today, and 
whether or not you see today's racing as 
a good thing, it is almost exclusively a Ya- 
maha product. Certainly not everyone road 
races a Yamaha. But with very few excep- 
tions, everyone who races well learned on 
a Yamaha—just like everyone who races less 
than well. MV Agusta is cast from the same 
mold. For money, MV builds helicopters. For 
sport, MV goes racing. For money, H-D and 
Yamaha build motorcycles. For sport, they 
go racing. The connection between MV's 
helicopters and MV's race bikes is the same 
as the connection between the H-D and 
Yamaha street bikes and the H-D and Ya- 
maha race bikes: supportive, geographical, 
but otherwise imaginary. 

When factories elect to go racing, they 
seem to do so only when certain conditions 
prevail. Condition the first: the factory is in 
good shape, and so is the market the factory 
serves. Condition the second: the factory 
has to hand something that can race com- 
petitively, something that can be converted 
into something that can race competitively, 
or someone who can build something that 
can race competitively. Suzuki had to hand 
the 500cc Titan twin; Kawasaki had the 
500cc triple; Yamaha had the bones of a 
350 race twin buried in the flesh of the YR-1. 

The conditions are important ones to 
remember, especially if you agree with the 
hypothesis that, sales rationales aside, rac- 
ing on a Big Time scale is diversionary and 
expensive beyond imagining. If it were true 
that racing helped sales, one would assume 
that in a tender market the factories would 
be racing like crazy. What we have in this 
country now, and have had for the better 
part of a year and a half, is a tender market; 
yet two of those factories to whom racing 
is an elective are pulling out. 

(Continued on page 102) 
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HONDA SWITCH-UP KIT Fits all Hondas. 
Move ignition switch up. Do it yourself 


Mounting bracket, new switch, two keys 
and extended harness. List aL year “and model. 
Complete kit .. ses $ 






MINEOLA ENGINE GUARD BARS 
Protects engine covers on both sides; 
will prevent extensive damage. Ea 
bolt-on installation. For Honda CB75 

thru K5, 750F, CB550, CB500K, 350F 
500T and CB450 $15.49 Set 









HONDA-YAMAHA-KAWASAKI 












NEW! GAS CAP LOCK 
For all Honda flip cap 
models, all years. Can 
be used with new fuel 
gauge (Honda only). 
Heavy duty. 2 keys. 
Easy to install . . . 
Lock and 2 keys $9.95. 

































NEW! — FUEL GAUGE Fits 
all Honda flip cap models; all 
! years. Also Yamaha '75's (road) 













A- Ruck Sack—Adjustable straps, 
fits shoulder or back. Flexible B — Stuffer Bag — 10" diameter, 





sides. 10"x12"x4Y2"., Over- 17" long. Holds two helmets n 
lapping flap for extra weather- and clothing. Travels securely. m ur iE 75's gi 
ability. Red, Yellow, Blue, Three-snap flap. Heavy duty o in 
Black . . . $9.95 slings. Red, Yellow, Blue, Black $9.95 
= fer — 21” lo D— Tank Bag — Straps to Gas tank; 
i» puedan features, Drs 12"x10"x5". Topside map pocket 
“piggy back” pouch. É and personal effects pouch. Heavy duty 
Red, Yellow, Blue, Black sling for take-along convenience. 


$13.95 Red, Yellow, Blue, Black ...... $14.95 


COMPLETE SET — All four bags in matching colors. 
Red, Yellow, Blue, Black .. . $47.00 







“DO-IT-YOURSELF” 
TUNING TOOL 


4-VACUUM GAUGE SET 
For Honda & Kawasaki 
4 cylinder. With 4 con- 
trollable dampening 
valves, For synchroniz- 
ing carburetors .$44.95 






NEW! COTTER PIN Fits all. Just pull 
out, adjust chain, snap back in. $1.50 












CAM CHAIN BRACELET < 
For men & women. 
Unusual eye- -catcher 

in today's styling. 


Sizes SM LAL ut. À À NEW ELASTIC RIDING BELT. 
e i Fully adjustable with 3 buckles for maximum 
back and kidney support. T 


Chrome plated: E .98 
Gold color 98 
pouch. 4 sizes: S-M-L-XL . 


UNIVERSAL SADDLE BAGS Fit almost all bikes, over or 
under seat. Easily removable for carrying. Large ca- 
pacity. Durable Black or Brown Vinyl. 

Set ot two $13.95 (Black or Brown Leather $19.95) 


DELUXE HELMET CHIN 
CUP Fully padded. Lock- 
in lugs prevent slip- 
page, increases firm- 
ness. Eliminates skin 
irritation. Ends hang- 
ing strap end. 

White or black .. $1.95 








AUXILIARY RIDING 


(complete) 





MINEOLA TOURING SEAT The ultimate! Maximum comfort, 





SISSY BAR CARRY. ALL LUGGAGE Fits all bars, 
on-off in a jiffy. Double lined, heavy duty 
vinyl, full zipper enclosure. Waterproof. 2- 
strap carry-handle, use as hand luggage. 
22" high. Black or antique brown. $29.95 


bikes. Black or Dark Brown . . . $84.95 
Also available with 14” steel reinforced back . . . $99.95 













= Naugahyde. 










COMFORT CUSHION GRIP 

For Hondas. Soft rubber compound, 
cushion design gives added com- 
fort, better control. 


NEW 1976 CATALOG 
Illustrated — many in FULL COLOR! 


($1.50 by Air Mail | 
anywhere 
Only- 60c 1n the world.) NAME 









Setof2 $3.29 






Black only. 







DELUXE HONDA PATCHES VINYL COMP GRIPS FREE with any order. | ADDRESS 
xa -Minimize handlebar vibration. 
Slip over standard grips. | CITY 
Black only f2 











license plate mounting bracket. Deep 
drawn shell projects light 180° Red 
lens dimension 2"x3" ........$12.95 pr 


tops in style. Covers helmet holders and wires on late model MINEOLA CUSTOM SEATS 


For Honda EO 
750K, 500- 550K/F, 

450, 400F, 360, 350r, ^5" 
350K4/G; Yamaha 650, 
500 (74 & later); 
Kawasaki 400 (twin), 

» Kawasaki 900. Durable 


or stock. Hinge like 
Stock seats. 





HANDLEBAR EXTENDERS For all 
Hondas including GL1000. Also 2-1 
Kawasaki and 750 emana: Move 
£ ortable 
in minutes. With hinged protective cover. ane Esto without changing 


cables, brake hose or wiring. $10.98 





LOWERING KIT lowers cycle 

24". Bolts to frame & shocks. 
No welding. For Honda 
750KO—K5 & CB 500/550K 
$19.95 set. 


NEW DUALARM 


Greater safety for your 
bike. High-decibel dual 
horns sound off if bike 
is touched, continues 
sounding if bike is 
moved. Adjusts auto- 
matically to any parking 
angle, Tocks in place 
when set. Chrome plated 
steel case. Powered by 
1 batteries (not included). 
One year warranty. 
DUALARM $39.95 


Dualock Unit has added 
5º steel cable(shown), 

if cut sounds alarm. 
DUALOCK ALARM $49.95 
















LAMPS Install on 


Fit custom 


HONDA of MINEOL ETT E 


Quick release that works like a miniature 
seat belt. Polished metal. Replaces your 


MINEOLA MARQUIS SEAT Covers helmet holders on late 
model Hondas. 14" steel reinforced back. 1" to 3” 


lower than standard. Black or Dark Brown . . . $89.95 7 
ilable without back . . . $72.50 ? / 


TWO PIECE RAIN SUIT 
WITH HOOD Designed for 
cycles, made of treated 
nylon. Full zippered jacket 
with pockets, elastic cuffs, 
underarm vents. Snap 
ankles. Rugged yet light- 
weight, folds compactly, 
stores easily. Navy Blue 
or Orange. Sizes S,M,L,XL. 4 
$19.95 



























MINEOLA CRUISE 
CONTROL Effortless 
throttle control. 
Eliminates fatigue, 
wrist pains. Quick, 
easy on-off installation. 
Fits all cycles, $2.49 













CYCLE COVERS Form fitted, 
protects against all weather. 
Heavy gauge, cloth 
backed. Resists muffler 

heat. Contoured to 

all accessories. 

With tie straps. 


Bike shown includes 
sissy bar & pad, 
windshield & fairing, 
luggage rack and 
saddle bags. 





#956 For 175cc $13.95 
















& smaller zaet For 750cc & smaller $19.95 

#958 For 360cc $17.95 $964 wAndkhld 2438 
& small er #966 Sissy Bar & Wndshld $29.95 
#970 For 1000cc 22.95 

#972 w/Sissy Bar 26.95 

» #974 w/Wndshld 26.95 

32.95 


$976 Sissy Bar & Wndshld 


SHORTY HELMET highest quality 
Fiberglass, nylon safety chin strap 
full styrofoam lined. 1209 
peripheral vision. POTES 700 1 1 
Specifications. Sizes S, M, L, = 

White, Gold, Blue, Green, Rea MINEOLA MAX HORN 


stags 2 Ana choles Ear-piercing sound from 


chrome-plated high output 
horn. For safety, replace 
your original horn. Fits all 
Hondas and other bikes 









SAP.T-RELEASE All 


for HELMET 







Apparel & Accessories 









“D" rings easily. $2.49 




























(516) 248-5775 = 








TE ZIP 

















4-COLOR "WING" BACK PATCH 13" wide. 
Sky blue wing, red & metallic gold name 





MASTERGHARGE 
BANKAMERICARD 





COLOR (Ist & 2nd 


choices) 























panel on black felt. $3.50 





CHARGE 












NEW CYCLE SPAT No more ruined 
shoes! Cycle Spat protects against 








CREDIT CARD Number 














abrasions, scuffing, indenting. One 
size fits all. Genuine leather, elas- 
tic straps. Extra strap included. 
Black or Brown .................... $3.98 










2 COLORS 
onware Setof3 $2.95 










N.Y. State residents add 7% 
[O Parcel Post Special Handling & Divy $150 additional (optional) 


Visit our only retail location. TOTAL 





sales tax. 





Add 5% shipping 








$5 Minimum on Charge Orders 


M.O. encl 
O Check enci. 
Exp. Date 














ESTER cos shor 
[E WHEEIS 


PATENT PENDING 
Goodbye, wire spokes and 19th-century 
styling. Hello, cast alloy, the gutsy look of 
the future that’s just arrived. Sleek, con- 
fident, powerful, tough—they've got it all 
going! And not just in looks. They’re 
structured from jet-age, heat-treated 
aluminum alloy. Built with a smart 
I-beam design that any engineer will 
appreciate. And designed to make 
mounting a snap—no adaptors, disc 
brake conversion kits or special fit- 
tings. Original equipment type bear- 
ings and spacers included . . . and 
they're engineered for tubeless tires. 


520750 


a pair complete 


Front Wheel 

Rear Wheel 

B.M.W. and Honda Gold 
Wing Slightly Higher 
F.O.B. Bedford Hts., Ohio 


Prices subject to change without notice. 


Dealer Inquiries Invited. 
Write for Free Brochure. 


For Immediate Delivery Phone 216 e 232-9030 
THE LESTER TIRE & WHEEL CO., 26881 Cannon Rd., Bedford Hts., Ohio 44146 


A division of Lester Industries Inc. 
B.M.W. and Honda Gold Wing — Front & Rear $335, Front Wheel $125, Rear Wheel $210, F.O.B. Bedford Hts., Ohio 
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Letters. 











Calculating Readers 


| just read in the Letters column of the 
December issue of Cycle about Brian Mc- 
Kenna from Topeka, Kansas, having 97,772.7 
miles on a 1975 H.D. 
My calculator says this is an average of 
267.8 miles per day, 365 days a year. 
I can understand brand loyalty but at least 
keep the figures within reason. 
Donald Hemingway 
Leominster, Massachusetts 


These figures would have to substantiate 
a claim to the "Rider of the World" award 
if there is such a thing. His yearly riding 
average with both Hogs would be 40,617 
miles with an overall monthly average of 
3,384 miles. 

I must admit that his 1975 average of 8,147 
miles a month would have to set Mr. Mc- 
Kenna up as “Super Rider of the World" and 
really overshadows his 36-year average of 
the 3,384 miles per month. 

It would undoubtedly: be. a test to check 
figures on letters but in order to preserve 
the integrity of your fine magazine it proba- 
bly should be done. 

Stew McLeod 
Burnsville, Minnesota 


A 1975 Hog with 97,772.7 miles?—be real- 
istic! At a sustained 50 mph it would require 
approximately 2000 hours to obtain that sort 
of mileage. 

When you add to that such trivia as time 
required for refueling, maintenance, stop 
lights, city driving, etc., the figure would be 
well in excess of 3000 hours. 





O.K., Daughty, you're on. The Middle 
Southern California Bench Racers accept 
your challenge, and hereby unveil the 
ultimate thumper, suitable for demolishing 
TZ-750s and 8 cylinder Can-Ams. The 
engine is a water-cooled, short. stroke, 
DOHC, four-valve 750cc single. Pointless 
light-triggered ignition (a /a Mallory), 
gear-driven camshafts, primary drive 
and Yamabalancer (to keep the pilot from 
vibrating off) are its technicals. 110-130 
bhp at 12,000 Rs (the Formula One boys 
are getting comparable horsepower from 
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There are 8,760 hours per year; about 
2,920 are used for sleeping; an average of 
2000 hours are spent on the job; and an- 
other 730 hours per year are spent eating. 
This totals to 8,650 hours, which leaves 
Brian 110 hours per year for other activities 
such as brushing his teeth, bathing, dress- 
ing, reading Cycle & the like! Seems as 
though this boy doesn't have much spare 
time. 

97,772.7 miles on a '75 Hog— possible, but 
it sounds more like the babbling of an 8- 
year-old with a mini-bike, a small back yard, 
and a big imagination. 

Blase Brunner 
Port Murray, New Jersey 


| just read Brian McKenna's report 
(Cycle Letters, Dec. 1975) on the longevity 
of his two: Harley-Davidsons. I'm not too 
surprised at his assertion of having ridden 
1.3 million miles on the 1939 model and 
another ninety-seven thousand miles on the 
1975 model. After all, for many years Harley 
oldtimers have been telling us their ma- 
chines can accomplish splendid feats. How- 
ever, | stand in awe of Mr. McKenna's lon- 
gevity. A quick back-of-the-envelope cal- 
culation tells me that he has averaged 103 
miles per day each and every day for the 
last 36 years. Even more significant is his 
275 mile per day average on the 1975 ma- 
chine. Please, Cycle, how about arranging 
for a road test of McKenna's posterior anat- 
omy? A lot of us younger whippersnappers 
would dearly love to know how he does it. 
Ron Graham 

Richland, Washington 


engines of similar concept) is adequate 
to propel its 260 Ib. mass to competitive 
speeds. (A simple four cylinder TZ Yamaha 
weighs 370 Ibs. How much would an eight 
cylinder rotary valve bike weigh? The 
single would be forty pounds lighter in the 
exhaust system alone). The chassis has 
one large oil-carrying. backbone and a 
single disc at each end; the rear is a 
conventional type, and the front is ven- 
tilated with a four-puck caliper. Rear sus- 
pension is by compressed air for spring 
rate adjustability; shock mounts alternate 
from near-vertical to 45° cantilever and 
allow ride height and wheel travel adjust- 
ability (as well as changes in rake/trail 
at the front). The- radiator is behind the 
engine offset to the right (the carb is offset 
to the left), and the fairing provides duct- 
ing, so the portion of the fairing doing the 
penetrating of the air is as narrow as 
possible for maximum slipperiness. 

The bike is not the overdog that the 8 
cylinder Can-Am is, but my BSA? is a total 
concept; the chassis is as important as 
the engine. The bike isn't a world beater, 
but a viable underdog. What do you say 
Daughty, how about Loudon? 

Jim Sylvester 





| thought that fishermen had the lie de- 
partment tied up. Well, this dude McKenna 
from Topeka, Kansas has just taken the 
market from the fishermen and given it to 
the HD owners (and ruined their credibil- 
ity?). OR he is the jamminest, scootinest 
biker of all times. To obtain 97,772.7 miles 
on his 1975 HD, and presuming he has 
owned it for one year, he would have to 
have.been on that scoot for 267.9 miles each 
day. All this on a HD to boot? Brian should 
be ready for a spine. and nerve transplant 
by now. 
T. W. Abbott 
Aurora, Colorado 


Not counting the 1975 H.D. with 97,772.7 
miles and the 365 days of ownership, that 
is an average of 41,778.5 miles per year every 
year for 35 years. 

What does Mr. Brian McKenna of Topeka, 
Kansas do for a living and at 97,772.7 miles 
in the last 12 months, how does he like 
retirement? 

Also, who does his engine rebuilding and 
what are his views on people who are fuel- 
ish? 

Terry Herr 
South Haven, Michigan 


PICKY 

I'd like to make two comments on your 
road test of the BMW R-75 in the November 
issue of Cycle. 1) Many, if not most, people 
bang their shins on the BMW’s air intake 
tubes. However, one quickly—occasionally 
painfully—learns to avoid them so well that 
it becomes an unconscious habit: | haven’t 
banged my shins on my BM for the last 
54,000 miles. 2) In regard to your comments 
on the finger motion required to operate 
the turn signals and headlight dimmer: you 
have got to be crazy! With all the talk of 
“human engineering” going around the last 
few years about how to adapt machines to 
the human body, you ask the engineers to 
adapt us to the machines. Perhaps your 
tester does not have opposable thumbs. At 
any rate, “wiggle” your thumb back and 
forth, and compare the ease of that motion 
in relation to the difficulty involved in trying 
to slide a switch back and forth along a 
line at a 90° tangent to the other fingers. 
The relative ease of either motion is not too 
different, but all you have to do with BMW's 
design is take a swipe with your thumb, 
rather than feel out the switch’s location and 
then either push or pull on it. Too much 
wasted time, motion, and concentration in 

what you propose. 
Sorry to pick nits, but, remember, you did 

it first. 

Ron Sherer-Davis 
Montclair, California 


Address all correspondence to: Cook 


Neilson, “Letters,” CYCLE Magazine, 
780-A Lakefield Road, Westlake Village, 
California 91361. 
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On The Christmas Rebound 


Elsinore Air Box: Performance modifications 
to Honda's CR125 and MR175 engines re- 
quire improved intake breathing to produce 
desired power increases. Al Baker has de- 
veloped a special, flow-tested air box for 
the two Hondas that is designed to deliver 
minimal intake flow resistance and accom- 
modate 30, 32 or 34mm carburetors. The 
air box body is made of hand-formed fiber- 





glass and includes a K&N filter. Air is drawn 
in through a pair of pre-formed rubber 
snouts which prevent induction of water 
below the height of the seat base. Weight 
of the complete assembly is three pounds 
and installation is a simple remove-and- 
replace project. Suggested list is $49.95 plus 
shipping from AI Baker R&D, 15174 Raymer 
St, Van Nuys, CA. 91405. 
CIRCLE NO. 1 READERS SERVICE PAGE 


HINN.. 
Mulholland 


total suspension systems 


Cafe Components: Unique cafe racer-type 
components are the specialty of Fibre-Mold. 
Much of their styling designs follow the lines 
used by the Honda GP road racers of the 
Sixties. Special bolt on components include 
the 3% gallon gas tank, seat/tail assembly, 
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side covers and mini-fairing. Prices on these 
components are $95.00 for the tank; $135.00 
for the seat/tail assembly; $80.00 for the side 
covers; $60.00 for the mini-fairing. Available 
from Fibre-Mold, 921 N. Birmingham, Tulsa, 
OK. 74110. 
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H-D Custom Push Rod Covers: Here are 
decorative chrome parts for the Harley-Da- 
vidson touring rider or custom enthusiast. 
Colony Machine & Tool is making three 
custom pushrod cover kits for Harley-David- 
son Big Twins and Sportsters as replace- 
ment components for the stock assemblies. 





Each kit contains proper length chrome 
plated pushrod covers, cups, cork gaskets, 
steel washers and springs. Suggested list 
is $16.00 per kit. Identify model and year 
of machine. Available from Colony Machine 
& Tool, 1300 Industrial Parkway North, 
Brunswick, OH. 44212. 
CIRCLE NO. 3 READERS SERVICE PAGE 


Interpart gives you 
for the street £3 


Team Mulholland: 1976 through scientific and racing expertise has 


developed the ultimate shock for competition riding; the LTG (Long 
Travel Gas-rebuildable): shock. A shock designed to meet the rigors of G.P. 
and cantilever suspension systems. The LTG features: self lubricating 

top and bottom bushings, extra large oil capacity reservoir, and 

aluminum cooling fins: In the tradition of the rebuildable SS and 

MX shocks, the LTG is tunable to your style of ride with 

interchangable compression and rebound valving. 


Other new Team Mulholland members include the rebuildable 
Mulholland GASPRING '™ (The Spring With A Brain), Harley 
shocks, an expanded line of chrome springs, new gas 
conversion kits for the MX and SS shocks, and a new 

33 inch long travel MX fork. 


Join the team... Team-Mulholland. 


For information on Interpart's complete line of 
motorcycle products, send $2.00 to Dept. C-1 








Fiberglass Saddlebags: The most popular 
products for storing gear on touring ma- 
chines are saddlebags. Bates saddlebags 
are well designed and superbly constructed 
accessories for the touring motorcycle. 
These saddlebags are made of hand- 
polished fiberglass and feature a concealed 
front hinge, chrome plated lid stays, stain- 
less steel 5-pin tumbler lock, flocked rayon 





interior, side and rear reflectors, turn signals, 
stop or tail lights and color impregnated 
finish. Standard bag size is 20 x 13 x 8 
inches; king size is 24 x 13% x 10 inches. 
Available in black or white. Retail pricing 
starts at $109.50. Information available from 
Bates Industries, PO Box 2668, Long Beach, 
CA. 90801. 
CIRCLE NO. 4 READERS SERVICE PAGE 


Honda XL Chassis Kit Honda's four- 
stroke, four-valve singles are superb engines 
but the stock XL chassis' leave much to be 
desired. Trail riders or dirt racers wishing 
competition-level handling for their XL 250 
or 350 Honda can build their own off-road 
special around Rocky Cycle's chassis kit. 
This complete kit includes a Champion 
frame and swing arm, Betor fork assembly, 
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S&W shocks and springs, Cycle Craft plastic 
seat and tank, spool hubs and alloy rims, 
disc brakes, and all the other necessary 
hardware. Assembled chassis specifications 
are: 55- to 56-inch wheelbase, 12%-inch peg 
height, 9%-inch travel. Pricing of the kit and 
individual components available from Rocky 
Cycle, 1250 Elko Dr., Sunnyvale, CA. 94086. 
CIRCLE NO. 5 READERS SERVICE PAGE 


the best there is 
..and the dirt. 





Spoiler Visor: Most off-road riders and 
racers prefer long bill visors for sun shade 
protection. Gold Belt has developed an ef- 
fective solution to high-speed visor lift by 
venting the Spoiler with louvers. These 
louvers allow air to pass through the louvers 
and the Spoiler snaps to any helmet with 





front visor fasteners. We tested the Spoiler 
in the Baja 1000 and found it eliminated most 
wind lift problems common with long-bill 
visors. Available in orange, yellow, blue, 
black and white. Suggested list is $3.95. 
Information available from Simon Says, 8568 
Melrose, Los Angeles, CA. 90069. e 
CIRCLE NO. 6 READERS SERVICE PAGE 
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FILIRO 


AIR FILTER ELEMENTS 


a vital system within your system 


Only Filtron’s patented convoluted design creates a pulsating action that 


keeps the air passages clear for maximum maintenance of your fuel to air mixture. 


This pulsating system is activated every time you start your engine. 


The No. 1 motorcycle filter in America gives you replacement elements for 
ALL motorcycles. Our line includes sock filters for off-road, special 


sock filters for street, fuel filters, gas cap seals, 
expandable head bands and wrist bands, 
ear plugs and face masks. 


Filtron also covers the dirt with a 


complete selection of filters for other 


off-road vehicles, RVs, dune buggies, 
~ VWs, pick-ups and mini-trucks. 


El Segundo, California [merpar 
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Drags, The English Heartland 


® Santa Pod, despite the exotic implication, 
is a drag strip located in the mid-English 
flatlands where the late afternoon wind in- 
variably conveys a chilling message, and the 
cacophony of drag racing disperses over 
an unusually lightly-populated countryside. 
The “Welcome to Santa Pod” signs stand 
sentinel over a pig farm. The gateway opens 
to a badly deteriorated concrete road, of 
WWII military airfield origin, bisecting fields 
normally inhabited only by sheep. 

Santa Pod's right-hand lane contains one 
large bump towards the finish line, and the 
left one culminates in a series of smaller 
humps that are disconcerting but safe if 
taken in straight lines. The deceleration area 
is rough. 

When T.C. Christenson, John Gregory 
and the “Hog Slayer” crew first set eyes 
on the 10-year-old strip, they naturally aimed 
their sights on the eights. The first test 
quarter produced a 9.02; the second an 8.6. 
Subsequent competition runs over two 
weekends tripped the clocks in 8.37, 8.47, 
8.37, 8.41, 8.37, 8.56 and 8.62. Christenson 
won six times and lost once to Danny John- 
son on Goliath. The British drag racing fans, 
crowding the Pod to see the Americans 
conquer, had never witnessed such a con- 
sistent string of sub-nines. In contrast, Brit- 
ish-brewed eights had been rationed mea- 
gerly, the first coming in the June of '75. 
And of the three men credited with eights, 
two were (and are) reluctant to predict re- 
peat performances. 

Christenson’s demonstration genuinely 
reflects the two long years Britain lags be- 
hind America, a country richer in drag rac- 
ing competition, equipment, finance and 
expertise. The assessment is accurate, but 
says nothing for noble British endeavor, nor 
does it appreciate the battle waged against 
colossal adversity. Drag racing opportunities 
are severely restricted, with Santa Pod rank- 
ing as the country’s sole permanent race- 
way. European mainland interest is minimal, 
though growing slowly in Sweden and in 
Hoiland, where they close narrow public 
roads for the action and boast of a Secretary 
of State for the Environment who’s sympa- 
thetic towards the sport. 

British winners do not roll in riches; $100 
goes to Top Bike at the Pod. Sponsorship 
is generally doled out in halfpenny pieces. 
The lucky recipients receive free helmets, 
maybe oil and chains, and possibly financial 
helping hands with engine re-builds. Mon- 
ster-power, double-engine bikes are rarities, 
and getting them sorted a painfully long, 
time-consuming process. Few and far be- 
tween aptly describes the special-compo- 
nent manufacturers. 
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John Cliff's 803cc blown twin uses Puma cases and cylinder, a Weslake crank, and a 1500cc Shorrock blower. 


But British drag racing has come a long 
way in the last three years or so since Alf 
Hagon's V-twin JAP lorded over the English 
quarter and the Hagon workshop was the 
only source of special bits. Nowadays, the 
majority of bikes are good-lookers, profes- 
sionally conceived and correctly engi- 
neered. The progress and the innovating 
are by any means impressive, and the times 


turned by 750s are good by all standards. 
Fast British times are achieved by twin 
cylinders, moderate power and monumen- 
tal performance. As the extreme example, 
take the case of Mick Hand and his ten-year 
partnership with a Honda. September last, 
Mick shot a 9.75 sec/142 mph on his two- 
fifty twin, equipped with ancient CB72 
(Continued on page 12) 
CYCLE 


U Can Be A MOTOR 


» MECHANIC... 


you what to do, how to do it... 
guide you every step of the way 





New Motorcycle 
Riders Year After Year 


Motorcycle sales are going 
through the roof! The esti- 
mate of a million new 
motorcycles bought this 
year is probably low — 
and now with higher gaso- 
line prices and possible 
shortages, you can just 
imagine how many people 
are going to be switching 
from automobiles to mo- 
torcycles for their regular 
transportation . . . not to 
mention the thousands of 





fo become a skilled motorcycle mechanic. 


If you like to ride a bike for fun... learn how to fix it for profit! Can you | 
imagine a better way to earn your living? And the pay is great — whether you 
choose to work in a cycle shop for somebody else or decide to start your 
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own cycle repair business. Now, thanks to North American, there’s : 
a fast, easy way to get the training you need. . . at home in your spare time. 
r job. Experts show you step-by-step everything 








from minor tune-ups to major overhauls. 


You Get the Tools 
You Need for a Fast Start 


We send you special cycle tools and precision test instru- 
ments... yours to use during your training... and yours 
to keep in your action-packed career. You learn by doing 
— with tools in your hands — getting the practice you 
need to become an expert motorcycle mechanic. Every- 
thing explained in easy-to-understand language, com- 
plete with drawings, diagrams, photographs. You learn 
engine design, carburetion, electrical systems ... as well 
as frame repair, wheels, shocks, transmission, valves, 
everything from routine maintenance to a major overhaul. 









on the road in a very short 
time. 





new dirt bike riders who 
are discovering the thrill 
of this action-packed sport. 


Motorcycle Shops Need Qualified Mechanics 

Has your bike ever been out of action waiting for needed 
repairs? It happens to almost everyone! It seems motor- 
cycle shops just can't keep enough mechanics on hand to 
take care of everyone. Wherever you go all over this 
country, you'll find motorcycle shops looking for quali- 
fied mechanics...and they pay good money too! 






SENT MAIL THIS HANDY POSTAGE- 
* FREE PAID COUPON-ENVELOPE... 


Cut out entire Business Reply Envelope (both panels) 
along dotted line. Fill in coupon-envelope. Seal all 

; sides (staple, tape or paste). Mail today! NO 
POSTAGE STAMP IS NECESSARY! 


Motorcycle Boom Means 
. Big Profits for Repairmen 


Cycles are big business . . . and so is fixing them! 
There are more than 4 million motorcycles registered 
in the U.S. today. Plus an estimated 3 million more 
dirt bikes. But, there are fewer than 14,000 motor- 
cycle mechanics available to repair them. (Imagine 
only one mechanic for every 500 cycles!) No wonder 

, career opportunities are so great for the skilled 
repairman. And they're getting better every day! Now 
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mechanic. 


More Girls — More Bikes Each Year 


If you've been riding your bike for fun the past few years, 
you can see for yourself that more and more girls are 
taking up the sport. And this means more bikes every 
year... and bigger demand for motorcycle mechanics. 
So get in on the action...get in on the fun — start 
making good money as a motorcycle mechanic. 


Your Future is in Your Own Hands 


The big demand means you can decide for yourself 
whether you want to work for someone else or get into 
your own cycle repair business. Start in your spare time 
repairing cycles at home — or get a job with a motorcycle 
shop! After you've been a working mechanic, you can 
decide whether you want to start your own profitable 
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BUSINESS REPLY MAIL 


No Postage Stamp Necessary If Mailed in the United States 





POSTAGE WILL BE PAID BY 


repair business. Yowl Be the Center 
of Attraction in Your Circle of Friends 
Enjoy the admiration of friends 
and neighbors as they flock 
around to watch you tear down 
and tune up all kinds of motor- 
cycles. And just think of the 
satisfaction in knowing you've got 
the best performing bike in town. 
Plus, you can make extra dollars 
fixing motorcycles for friends : 
and neighbors. 


NORTH AMERICAN SCHOOL OF MOTORCYCLE REPAIR, 
4500 Campus Dr., DeptE A016 Newport Beach. CA 92663 
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NORTH AMERICAN 

SCHOOL OF MOTORCYCLE REPAIR 
“Careers through Home Study” 
4500 Campus Drive 
University Plaza 

Newport Beach 

California 92663 





Introducing New Cycle Brite: 
Gas Proof Polish For Motorcycles 


Protective Polish 
For Painted Surfaces 





Cleans and | 
protects against) 
gas stain, 

tar, oil, dirt, 
corrosive salt, 
rust & oxidation. 


NET WT. 4 FL. 02. (113 6M) 


Nue ees ur d 


CYCLE BRITE is not just 
another car polish. It's 
something new—just for 
cycles. A HIGH SILICONE 
CREAM that’s perfect for 
all painted, fibreglass and 
plastic surfaces. Super 
high gloss CYCLE BRITE 
cleans, polishes, EVEN 
PROTECTS AGAINST 
GAS SPILLS. Contains 
ABSOLUTELY NO WAX to 
build up or cause 
yellowing. 


Just $1.75 buys enough 
to keep your bike shiny 
and new-looking for 
months. 
CYCLE BRITE is brand new and may not yet be 
available locally. If you want yours NOW send $2.25 


(includes postage, handling, and tax where 
applicable) to: 


CISCO, Dept. C, 
4055 Wilshire Blvd., Suite 418 
Los Angeles, CA 90010 


INQUIRIES INVITED 
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Complete kit (front wheel, rear wheel, and 
disc brake kit) ready to install. 


Sugg. Retail 
$319.50 
177.00 
389.50 


HONDA 500/550/750 
HONDA 750F 
KAWASAKI 750/900 


ees 


The Shelby/Dowd precision cast aluminum 
wheel offers all the features of the standard 
Honda and Kawasaki spoke wheel including 
the use of stock discs on front and rear 
(750F Honda), dual front disc capability, 
stock width and diameter,* etc. All this plus: 

—the best look in the industry 

—use with tubeless tires 

—lighter weight for overall kit 

—conversion to rear disc brake (H/A) 

—no flex at high speeds 

—elimination of spoke maintenance 
All Shelby/Dowd wheels (except Kawa rear) 
are installed using your stock bearings, 
sprocket, spacers, axles, etc. New bearings 
and sprocket are supplied with the Kawa. All 
kits come complete with everything needed 
for installation. Write or telephone for further 
information. 


ALL INQUIRIES INVITED 


Shelby/Dowd Industries, Inc. 
19021 So. Figueroa St. 
Gardena, Calif. 90248 

(213) 538-2914 


*16" x 3" rear available in 1976. 


Available direct from factory with immediate 
delivery. Send prepayment or will ship COD. 
Master Charge & BankAmericard. 

All orders FOB Gardena, Calif. 

—Calif. residents add 6% sales tax— 
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basics, 550cc blower, 80 per cent nitro 
content, and a crankshaft obtained from a 
wrecker's yard. Not bad? 

Because “production” drag machines and 
engines are unheard-of luxuries, the nov- 
ice's standard procedure is to find a 650cc 
Bonneville engine, a Norton gearbox, and 
a second-hand frame. If blessed with a wise 
head on novice shoulders, he’s kept from 
attacking the engine with ill-founded tuner’s 
zest. If he survives his initiation, he’s then 
ready to graduate to “Standard British Drag 
Bike Mk.2”: a 750cc big-bore conversion, 
two or three speed gearbox, and a me- 
dium-volume supercharge. 

Being unaccustomed to abuse, the poor 
Triumph cylinder block lets loose in the 
critical area above the crankcase flange. 
Therefore an absolutely necessary addition 
is a hold-down kit, often consisting of a steel 
plate and bar structure bridging the head 
and barrel, and connected to two aluminum 
plates. One plate is bored to fit snugly 
around the drive side bearing boss, the 
other one under the timing side cover. De- 
pending on bhp, nitro content and boost, 
the crankcases receive reinforcement 
through plates welded on at strategic points. 
However, as 50 per cent nitro produces a 
reasonably competitive tool at this develop- 
ment stage, recourse to welding trickery is 
not vital. 

Norton castings conceal special internals, 
reducing gearbox ratios to three: two effec- 
tive and one “engine saver” overdrive, en- 
gaged if the competitive pressure slackens 
in the opposite lane. Triumph crankshafts 
(preferably balanced), connecting rods, and 
sundry other stock pieces are good for 
putting the “SBDB Mk2” into the nines. 

The “Big British Boomer” concept re- 
ceives further refinement by the employment 
of ahigh percentage of special components. 
Asan excellent basis, the British constructor 
may well go for Puma crankcases, excep- 
tionally rugged casting in high grade alumi- 
num, up to .875-inch thick in places. A 
companion piece could be Weslake’s 
crankshaft, which is highly rated among the 
options. A genuine one-piece product, Made 
in England, it costs the drag exponent $326 
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The whoop-dee-doo 
wobble. 


It starts when your 
bike’s suspension begins to 
loosen up. from constant 
shock and vibration. Hand- 
ling gets tougher and you 
lose more and more con- 
trol after each jump. 

You can eliminate 
wobble due to loose parts 
and restore your bike's 
performance by using 
high strength Lock N' 
Seal® (red) 2214 to 









secure axle nuts, shock 
mounts, fork assemblies 

and handle bar clamps. 

Regular Lock N' Seal (blue) 
2114 works great on less 
demanding connections like 
brake anchors, exhaust flan- 
ges and fender braces. 

Ask for both wherever 
motorcycles and ac- 
cessories are sold and 

do the whoop-dee-doo 

without the 
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LOGTITE. 


Loctite Corporation 
Newington, CT 06111 , 
Loctite Canada Ltd. 4 
Mississauga, Ontario 
L4X 2E6 






wobble. 


TOLL 
FREE 














Send the following 
information to me: 





APPROVED FOR 
VETERANS 


YOUR NEW 
CAREER IS WAITING 
FOR YOU AT AMI! 


e 32,000 Sq. Ft. School Area 

e 12 Wk Residence Motorcycle Course 
e 22 labs and classrooms 

e Dedicated Staff of 50 


AMERICAN MOTORCYCLE INSTITUTE 
AMERICAN MARINE INSTITUTE 


P. O. Box 2628, Daytona Beach, Florida 32015 


1-800-874-0645 


e 5 Wk Outboard Motor Course 
e 10 Wk Stern Drive Course 
e 15 Wk Outboard/Stern Drive 


e Rotary Engine Course 


Fla. Res. Call Collect 
1-904-255-0295 


Street 


City 


Motorcycle Mechanics 
O Outboard Mechanics 
O Stern Drive Mechanics 


State 


Phone (__) 





or more. But bent British con rods, a source 
of expensive annoyance, sometimes send 
the drag men shopping abroad for top- 
quality steel rods, like the $180-per-pair 
Carellos from America. 

Aluminum barrels come from Weslake and 
Puma; Morgo produce steel barrels, and 
all are available for playing the capacity 
game. The 75mm Morgo gives 750cc, the 
79mm Weslake raises it to 803cc with stan- 
dard crank, and 879cc comes up from a 
“stroked” combination of Weslake crank- 
shaft and Puma cylinders. Puma barrels and 
crankcases obviously go together, a partic- 
ular attraction being the outside head-to- 
crankcase studs which really put the 
squeeze on the block. "BBB" equipment will 
almost certainly include a Shorrock super- 
charger and SU carburetor, a two-speed 
transmission and one type or another of 
slider clutch. It'll burn a mixture of 80-85 
per cent nitromethane and get traction from 
an M&H slick, six inches wide. 

Entirely in keeping with "SBDB" tradition, 
Keith Parnell fired Britain into the eights 
(8.93 on a five-year-old Triumph-based 750, 
complete with worn barrels and an over-age 
(50 runs!) 4-inch M&H. Appropriately the 
specification was, as drag machinery goes, 
all very non-exotic: 750 big-bore with "hold 
down," stock Triumph crankshafts and rods, 
and ordinary Hepolite pistons. 

Counting heads in British drag competi- 
tion cannot be attempted with accuracy, but 
there are probably fewer than 100 active 
racers in any year. Of these, between fif- 
teen and twenty are deemed dedicated 
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sportsmen, contesting every meeting and 
achieving impossible feats of paddock im- 
provisation. The drag racing community is 
tightly-knitted and open-handed: a foe on 
the strip is a comrade in distress off it. 
Goodwill and camaraderie reflect in the 
manner new manufacturers come into the 
special-component field. Mostly owners of 


mechanical engineering businesses, they 
pursue their drag-racing interest with fine 
disregard for large turnovers and big profits. 
Pete Davis, the Puma man, got into the drag 
engineering game vía involvement with 
grass-trackers. John Clift, himself an 8.91 
hotshot, builds frames for other aspiring 
eight-second men and conveniently omits 
labor charges. Sheer enthusiasm must ac- 
count for two guys named Pete Miller and 
Ray Baskerville coming up with a two-speed 
instant-change box using epicyclic gears 
from automobile overdrive units. Also on the 
transmission side, George Bewley produces 
lightweight gearboxes in the Worcestershire 


. town of Pershore. (One Bewley box went 


to America with Danny Johnson.) Intended 
for use with middle-power engines, the 
Bewley two-speeder has a full-power 
change facility by means of the low ratio 
dogs staying in engagement until high is 
finally: home. 

The portents point to a brighter British 
drag racing future, with more profes- 
Sionalism, more promotion, more recogni- 
tion. Collectively, drag racing practitioners 
are on the road forward. For one individual, 
John Hobbs, it's a case of standing on the 
brink of great success. Hobbs and his 400 
bhp double-Weslake "Hobbit" are the amal- 
gamation of British ambitions. The fastest 
European, sponsored and promoted, and 
fairly regularly in the eights, he looks world- 
class and fit to trade Transatlantic trips with 
Christenson and Johnson. There's even talk 
of the AMDRA picking up the tab. 

—dJim Greening 
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Tips 


More Honda Hints 


Changing spark plugs on a Honda CB750 
is made a lot easier if you have a Snap-On 
18mm, 12-point deep socket (3t SFM18). 
This is not really a plug socket, but it gets 
a solid grip on the Honda's plugs and fits 
So well into the machined recesses around 
the plugs that all one has to do is drop a 
plug in place, slide the socket over it, and 
turn; the plug will be aligned over its hole 
and the chances of getting it cross-threaded 
almost nil. If you use this socket with a 
%-inch universal joint, an 11-inch extension 
and a ratchet handle, the Honda's plugs may 
be removed and installed quite easily. When 
the engine is hot, a magnetic probe is useful 
in fishing the plugs out of the recesses. 
Snap-On also offers plastic pliers for remov- 
ing plug caps, and a flexible-shaft plug 
starting tool, both of which will help you 
do the job quickly while keeping your skin 
unblistered. 

If you use a Lockhart oil cooler, it can 
be rubber-mounted on your CB750's horn 
brackets, using Honda tail-light mounting 
grommets, bolts and washers. Several dif- 
ferent ones will fit, check with your dealer's 
parts mah. 

After you've mounted the oil cooler you'll 
have to find another location for the horn. 
An SL350 K1 will fit under the tank on the 
ignition lock bracket, and even comes with 
rubber mounts. When this is done the igni- 
tion lock must be moved up to the handle- 
bar, where it is on the latest Hondas. You'll 
have to create a mounting bracket with a 
cover for the ignition switch face, or water 
will get into the lock. The new top-mounted 
Honda switches have a tiny hinged flap 
inside the key slot to exclude water; the old 
ones didn't, which may explain why they 
were sheltered under the tank. 

If the lacquer on your Honda's engine 
cases, brakes and other polished aluminum 
surfaces weathers away and the bike begins 
to look scruffy, you can get it all off with 
Sears paint remover without harming the 
metal. To do the job right, take the part off 
the bike before you start cleaning. With the 
old lacquer removed, the part can be pol- 
ished and re-lacquered or waxed. If you 
decide in favor of wax stay away from salt 
and keep it clean. 

Simichrome polish removes scratches 
from glass, including watch crystals, very 
nicely. But it's a little abrasive for face 
shields, Windjammer windshields and other 
transparent plastics. l've found that Classic 
plexiglass cleaner does a great job on such 
items; you don't have to use much of it. 
l've been working out of a single can for 
more than two years and it's not half gone. 

Jack Feldman 
Gainesville, Florida 


CHARGER 
Here's the best charger yet for 12-volt 
cycle batteries: the FEDTRO model AHC 
12V, made as a trickle charger for automo- 


biles. | bought mine a couple of years ago 


for $1.66 at a discount store when the regu- 
lar retail price was $2.69. 

This battery charger puts out a half-amp, 
at 12 volts, and is the perfect thing to keep 
a bike's battery ready to go during periods 
when you don't ride much (as in the winter). 
The charger has been made an easy-con- 
nect for automotive applications by having 
its output fed through a fitting that plugs 
into a car's cigarette lighter. | adapted mine 
for motorcycle use by replacing the plug-in 
fitting with a pair of alligator clips. The wire 
from the center of the plug is positive (+ ) 
and the one from the side contact is nega- 
tive (—). The charger gets its power from 
any 110 VAC outlet. 

You can leave this trickle charger on your 
bike's battery all the time you're not riding, 
because the charge rate is so low. Just keep 
the battery's electrolyte level up where it 
should be. 

R. A. Martinson 
St. Cloud, Minnesota 


STRIPPED SPLINES 
When the splines between my bike's 
starter shaft and the kick lever stripped out, 
rather than split the cases and replace the 
shaft | thought of a way to salvage the 
situation using a drill and some nails: 

Holding the kickstart lever at the correct 
angle I drilled four eighth-inch holes straight 
into the splines, with half of each hole being 
in the shaft and the other half in the kick 
lever. This drilling should be done with the 
pinch bolt loose. Then | pushed the nails 
into the holes, and tightened the pinch bolt. 
The nails restored the lever/shaft lock very 
effectively; it's possible that using drill rod 
or some similar hardened steel instead of 

nails might make a longer-lasting repair. 
Andrew DeGraaf 
Grand Rapids, Michigan 


CHAINS, BOOTS, DRAINS 

| have discovered something about the 
importance of keeping chains clean and 
well-lubricated. Doing both, carefully, | have 
gotten 13,000 miles of service out of my 
present bike's original chain and have only 
passed the first adjuster mark; that's vastly 
better than the 6000-mile life I've had from 
other chains on my past five motorcycles. 

For chain cleaning | take my bike to a 
high-pressure, do-it-yourself car wash. | get 
the selector switch for soap, and hold the 
cleaning nozzle right above the inside of 
the chain while turning the rear wheel. | keep 


turning and washing until all the road grit 
is off the chain, moving to the outside of 
the links after the inside looks clean. Then, 
counting on the residue of lubricant inside 
the links to prevent damage, | ride a couple 
of miles to let the chain throw off any water. 

As a lubricant, | prefer to use McGlaugh- 
lin's Chain Lube, because it goes on as a 
liquid and dries virtually as hard as grease. 
The most effective way l've found to apply 
the lube is with a %-inch paint brush, work- 
ing itinto the rollers with the brush's bristles. 

I must stress the importance of frequency 
in chain lubrication. | lube my bike's chain 
at 300-mile intervals when most of my riding 
is around town; at 120 miles when touring. 

Another thing | found was how to keep 
my bike's shift lever from wearing a hole 
in my $65.00 boots. | didn't want to buy a 
$4.00 spat for my left boot, because | 
wouldn't know what to do with the thing 
when | wasn't riding and it probably would 
get lost. It seemed a better idea to fit the 
shift lever with a leather cover, which | made 
out of the little finger cut from an old hand- 
ball glove. Any glove would do; | used what 
| had. In any case, you use the finger, and 
stitch /tie it in place with nylon thread. The 
leather won't scrub away at the finish on 
your boot like the bare rubber does. 

Anyone who has drained and replaced 
a bike's oil knows that there's a major prob- 
lem in finding a suitable drain pan. The lady 
of your house will not like it if you use one 
of her best dishpans or other item of cook- 
ware for the job. So what you do is to buy 
a disposable aluminum foil roaster pan at 
the nearest supermarket. They have these 
in various shapes and sizes, but the one 
| use is about 12 x 10 x 2% inches. The 
best thing about roaster pans is that they 
are easily bentto fit a particular situation—as 
in trying to get under a CB750 Honda's oil 
tank drain hole. The pans are cheap enough 
to be thrown away, if you don't want a used 
one cluttering your garage. 

Finally, here's a tip for those who collect 
back issues of Cycle: | find that when | want 
a particular article | read in Cycle, it's a real 
pain to go fishing around through 75 maga- 
zines to find the one | want for reference. 
So | indexed mine, which is easy. You just 
get a 3 x 5 file box, and cards, at any office 
supply store and write up cards for articles 
that interest you. File the cards alpha- 
betically according to title or subject matter, 
including the information about specific 
issues and page numbers. This is about the 
only way you can keep things like “Tips” 
available for recall. : 

Roland L. Onavage 
Bowling Green, Ohio 


(Continued on page 16) 
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Most men know they're not getting enough ex- 
ercise to keep their bodies in shape. 


Twenty years as a fitness coach has taught me 
one important fact: most men will not stick with 
a training program long enough for it to do them 
any good, unless the training is fast, easy and 
shows results right away. 


Bullworker gets a top score on all three counts: 


—it's fast: each exercise takes only 7 seconds 
and the complete workout can be done in about 
five minutes 


—it's easy: any man between 15 and 65 in good 
general health can. perform the full program 
without getting tired 


—you see your results right from the very first 
day on the built-in. Power- 
meter gauge. After two to 
three weeks of regular 
training, most men can 
expect to measure an ex- 
tra inch or two of muscle 


























Fitness Is 
my business 


| RECOMMEND BULLWORKER^ 
BECAUSE IT'S FAST, IT'S EASY 


AND IT REALLY WORKS! 


Aside from keeping many of the stars you see in the movies and 
on television in top shape, Mike Fretault, at 40, is still one of 
the most sought-after stunt men in the business. 


want to. What's more since Bullworker training 
is progressive, you perform better each time. 
Yet the training always seems easy since with 
every workout your strength increases by about 
1% —that's an increase of up to 50% in just 
three months, and I've seen many men go on 
to double and even triple their strength. For my 
money, Bullworker is the most advanced home 
trainer on the market. | use it and recommend 
it to any man who wants to get back in top 
shape fast. 


For free details about Bullworker Fitness Train- 
ing, recommended by fitness experts, cham- 
pion athletes and nearly two million enthusiastic 
users the world around, mail coupon for FREE 
BOOKLET today. No obligation, no salesman 
will visit. 


BULLWORKER SERVICE, 201 Lincoln Blvd., P.O. Box 20, Middlesex, N.J. 08846 239 


BULLWORKER SERVICE, Dept. Bw2149 
201 Lincoln Blvd., P.O. Box 20, Middlesex, N.J. 08846 


Please send me my FREE full color brochure 














| 

| 

l 

on their shoulders, chest EA | 
and biceps—and an inch A, || 24 pages of about BULLWORKER 2 without obligation. | 
action photos No salesman will visit. 

or two less flab around Aa | in full color m is 
the middle. NEN | show you how nipuso Dant 9 | 

E. to build a 

And that's just the start: powerfulbody Street -— — — — Apt. No. | 
there are specialized ex- in just five B | 
ercises for building-up minutes.a day : | 
or trimming-down any State Zip l 


part of your body you 


Canada: Home delivery duty paid. Ask for FREE booklet. 
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Of course, Paul didn’t ride 
a bike — not in 1775 — but 
we'd bet if he’d had a choice, 
Paul would have roared 
through Boston on a pair 
of fast-moving dependable 
Carlisle “Street” tires. First 
choice for road or track. Try 
the Great American Winners, 
Carlisle tires at leading dealers 
everywhere. 


Carlisle Tire & Rubber 


Carlisle Tire & Rubber Company 
Division of Carlisle Corporation 
P. O. Box 99 + Carlisle, Pa. 17013 
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FROSTBITE 

Here are cold-weather riding tips; all 
things learned from hard experience. 

If the temperature is in the forties, or less, 
wear a rainsuit over your normal cold- 
weather riding clothes. A rainsuit is a fan- 
tastically good windbreaker, and will keep 
your body heat from escaping. 

Get a good, and preferably waterproof, 
pair of mittens to wear over your gloves. 
It may sound like a bit much, but when 
you're riding faster than about 45 mph the 
wind-chill factor is so severe that you actu- 
ally can get frostbite—even through a good 
pair of ski gloves. Wearing both gloves and 
mittens will keep your hands from getting 
really cold; anyone who has ridden through 
a winter will appreciate what this means. 

Whatever else you do, don't leave bare 
skin exposed, as that's an invitation to frost- 
bite. Wearing a long scarf wound around 
to cover everything from the bridge of your 
nose to below your collar make you look 
weird, but it's a good thing to do on a cold 
day. Also, be sure the gloves and/or mittens 
you wear are of the gauntlet type and won't 
let the frigid airstream run up your sleeve. 
Thermal underwear doesn't work if there's 
a draft inside your clothes. 

Warm your face shield in hot water before 
trying to take it off or put it on. That will 
make the plastic easier to bend into place 
and keep it from cracking. And put some 
warm liquid in yourself. It’s amazing how 
cold, like alcohol, can dull your reactions, 
so make frequent stops for hot, non-alco- 
holic refreshments. 

In winter, water puddles can quickly turn 
into patches of ice, which means that you 
have to treat moist spots as ice. Motorcycles 
handle funny on ice; avoid it like the plague. 
Sometimes you can’t avoid going through 
a little ice or snow and at such times you'll 
want to be rolling on good tires. Don’t ex- 
pect slicks to grip on a winterized road. 

When starting out for a cold-weather ride 
kick the old beast over a couple of times 
before using the electric starter unless you 
keep your bike in a heated garage—which 
is the perfect approach if it can be done. 
Let the engine warm a while to get the 
cold-thickened oil moving before you roll. 

When you ride, don’t do anything sudden. 
Don’t lean your bike into turns the way you 
would in warm weather even if the road is 
clear where you are because it may be 
slippery just ahead. Don’t expect to be able 
to stop quickly, for the same reason. Don't 
ride in snow if that can be avoided, and 
never go out in a snowstorm. Leave all that 
to the snowmobiles. You can ride in 
winter—but you have to be careful. 

Bob Swaim 
Lyndhurst, Ohio 


SHIELD EXTENSION 
On long trips the windshield-fairing on my 
Kawasaki 400 triple is not tall enough to 
give good protection at freeway speeds. But 
in town, especially during the rainy season, 
anything taller than the shortie | have would 

be inconvenient and hazardous. 
| found the answer to my problem by 
mounting a Bell Star shield at the top of 
the windshield. | drilled four holes through 
the windshield about an inch from the top 
CYCLE 


and then corresponding holes through the visor about a half-inch 
from its longer edge. Visor and windshield width are just right. 

| then simply fastened the visor to the windshield as so: bolt, 

washer, Star shield, rubber washer, windshield, lockwasher and 

nut. Now | have my choice of windshield heights, tints, and 

have the extra three inches | need on long trips. 
Jim Mitchell 
Lafayette, California 


Z-1 OIL CHANGE 

In windy conditions my Z-1 would suck oil into the air breather 
and then into the engine. My dealer did not have the answer 
for this problem. 

One day when | was at the local Kawasaki dealer, a repre- 
sentative from Kawasaki told me that even though a Z-1 holds 
4.2 quarts of oil the last % quart is almost impossible to drain 
out. Since then | only put in 3% quarts of oil when changing 
it. This has solved my problem completely. 

Phil Hohm 
Huron, South Dakota 


ADD-ON FILTER 

A problem all too common with motorcycles, especially those 
that are hopped up or see a lot of “heavy duty” use, is keeping 
the oil clean. | have a 1973 Sportster (XLCH) and think | have 
found a good way. The electric start model comes with a token 
oil filter (strainer) but | don’t think much of it. What | did was 
to get an EMPI filter adapter kit for a Volkswagen at K-Mart where 
it is available for about seven dollars. | had to drill and tap the 
threads to accept % inch brass fittings, using teflon tape to seal 
the fittings. A FRAM PH-35 filter works fine (I think it's for a late 
model Renault Dauphine car). This setup adds about % quart 
of oil to the system and keeps it much cleaner longer. It will work 
on any cycle that has a dry sump oiling system. The unit looks 
like a factory item and it can be polished to a high luster. 

James Vinsant 


Manhattan, Kansas € 





TWO YEARS IN A ROW! 





BOL D'OR-1975 

Winning a 24 hour road race takes exceptional 
machinery. Running 24 hours flat-out requires 
exceptional reliability. And running with Ya- 
maha TZ-700s requires exceptional horsepower. 
Which is why the record setting Kawasaki Z-1's 
that won (1st, 2nd, 3rd) were all Yoshimura 
equipped. Pops Yoshimura makes exceptional 
high performance parts. Catalog $1.00. 


YOSHIMURA R&D 
5517 Cleon Ave. North Hollywood CA (213) 985-2331 


IBN. 





P.O. Box 484 
Laredo, TX 78040 
(512) 723-0287 


Tour Master is proud to introduce its new MOTION TRENDS fairing. This is the most complete fairing on the market 
today with all options included at the very competitive price of $199.95. MOTION TRENDS is the best constructed 
and best designed frame mounted fairing available anywhere. Safety as well as styling went into the development 


of this totally new fairing. 


e Made from fiberglass not plastic. Strong hand laminated fiberglass is used throughout. This is the most costly 

but strongest method of construction e Gel-coat for long lasting scratch and chip proof finish. Can be 

cleaned or polished using any type of solvent or cleaner e Extra heavy duty welded steel constructed 
frame mount. e Coverage to below the knees. 


MOTION TRENDS in Black or White A 
Or 

Honda 1000, 750, 550, 500T, 360 

Kawasaki 900, KZ400 

Suzuki 750, 550, 380 

Yamaha 500, 650 

Moto Guzzi 850 

BMW 


A 


INQUIRIES INVITED 
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A. Clear plexiglass windshield: 3/16'' thick. Meets all D.O.T. standards (avail- 


Lo 


\ C. Turn signals: built in to meet the new D.O.T. standard which calls for 


able tinted). 
B. Snap vents: increase rider comfort. 


\ 120 visibility. This is the only fairing now offering this safety feature. Sig- 
à nal lights are also equipped with a double filament bulb harness which 
also allows for running lights as well as turn signals. 
D. Pre-installed Motorcycle Headlight: 50 watt high beam, 40 watt 
low. beam. 
E. Nylon Windshield Screws: no rattle or cracks as with metal screws. 
F. Side Mount Reflectors: for greater safety. 
G. Wiring Harness: built in with quick disconnect plug. 
H. Fiberglass Edge Mold: unlike vinyl edge mold fiberglass 
will not deteriorate or lift. 
I. Locking Storage Compartments: MOTION TRENDS is the 
only fairing with uniform, form fitting, fiberglass storage 
covers with key locks. Two compartments large enough to 
hold quarts of oil, gloves, tools, maps, clothing, etc. 
A TOUR MASTER P.O. Box 484, Laredo, TX 78040 
| Send me MOTION TRENDS. | enclose c-2 
$199.95 Check or M.O. and $14.95 for 
the bracket mounting kit circled: 
Suzuki 380, 550, 750, Kawasaki 900, KZ400, 
Honda 1000, 750, 550, 500T, 360, BMW, 
Yamaha 500, 650, Moto Guzzi 850 
Specify black or white fairing. 





Name 





Address 





City State Zip 
No COD. Tex. Res. add 5% sales tax. 
CALL OR WRITE FOR FREE BROCHURE L 
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©1975 R. 3. Reynolds Tobacco Co. 
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Warning: 





I get what I want 


from smoking. 
Enjoyment. 


Here's why. It’s this box of Salem. 
It comes through with what I want. 

aste that's really aood. Fresh menthol. 
And a crush-proof box that can take it. 

Everyone wants to enjoy smoking. 
The difference is, I do. 


Salem Box. 











m 'hipt G2. Ju VUE Me ar rey 
Salem | Rugb y S Shirt— 524.00 Retail Value for. Only $13.! 
ah 7 EX f Mail To: Salem Rugby Shirt Offer : 
: no E P.O. - Box 308 

4 É Mt. Kisco, New York 10549 


G 
Sal 
I 


Please send me... authentic rugby shirts of 100% 
| heavyweight cotton. . It's today's sportswear look, yet tough 
2 enough for actual rugby competition. I've. enclosed $13.99 
. for each shirt (value to $24.00) No proof of purchase re- 
quired. 1 certify | am 21 years f age or older. 
jn small (34-36) [] medium (38-40) [] large (42-44) [D X-large (46) 
í uw oc a oy nee or use 
“your credit card. 
BankAmericard Acct. é. 
Master Charge Acct. #__ ee um at seis 
— Master Chargo Ban K ( digito above namo) — — s 
| Signature pee Ns AES US "eem. 
Address _——— 












































The new Yamaha RD400 is more than 
For all practical purposes, 








The living legend. 

If any motorcycle ever deserved to 
be called "legendary, its the Yamaha 
350 two-stroke. The Yamaha 350 
production racers have absolutely 
dominated their class for years. And 
theYamaha RD350 street machine is 
renowned for its ability to run away 
from bikes with more than twice 

its displacement. 


A whole new motorcycle. 
How do you improve on that kind 
of success? The styling changes 
of the RD400 are obvious. It's 
the first production motorcycle 
to have cast aluminum wheels as 
standard equipment. The RD400 
has a new frame design and a 
new, large capacity fuel 

tank. 


Its got street sense. 


one single objective: building a street 
machine as quick and responsive 
over a broad powerband as the 350 
is quick and responsive at high rpms. 
We wanted to build a more versatile 























We've applied all of our expertise to ` 








and usable street machine. And the 
RD400 is just that. 

Engine re-design. 

We began by adding 8mm to the 
stroke of the RD350, taking it up to 
62mm. Bore remains the same as the 
350: 64mm. So the RD400 has a 
399cc displacement developing ap- 
proximately the same amount of 


horsepower as the 350. As a result, 
e =the RD400 has 


The new cast 
aluminum wheel. 





better acceleration, 





better low rpm torque, and a much 
broader powerband. Usable power 
on the 350 runs from 4000 to 8000 
rpm. Usable power on the 400 runs 
from 2500 to 7500 rpm. That's a 25% 


increase in effective rpm range. 


The Powerban 


d. 
CA 


E O uma HIGH BEAM 10. » 
A T YAMAHA'S? 
The RD400 The RD350 


This increase in usable horse- 
power, coupled with the Yamaha six- 
speed transmission, makes the 
RD400 a much more versatile street 
machine. It combines 
high perform- 
ance at the 
top end 






a refinement of our legendary 350. 
its awhole new motorcycle. 





































with better response à À stakingly refined in order In short. 

throughout the powerband. to meet the needs of The new Yamaha RD400 is the best 
The RD350 can run away the broader all-around mid-size street machine 
from bigger bikes screaming. The powerband. since the Yamaha RD350. And that 


This, combined 

s with the more 
complete combustion of the longer- 
stroke engine has decreased spark- 
plug fouling —a common problem in 
high performance engines. 


Other important features. 
The RD400 features a Yamaha first: 
yen a | automaticself-cancellingturn signals. 
The new e up da ESA If you forget to cancel the turn 
rear disc Mov: signal manually, a solid state 
de electronic circuit will do it for 
h you. Thats a safety feature 
S which will prove to be 
y very convenient. 
The main electrical 
connections and all 


RD400 can leave bigger bikes 
standing still. 


Improved braking. 


Having given the RD400 more 
going power, we had to give it more 
stopping power. The RD400 has a 
hydraulic braking system with fade- 
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size street machine 


A— Oil level 
on the market. Your b. 


warning 


light. 










E: tah faces alite delighted to let you 
RD400 are inone discover that for i? 
convenient boxlocated | yourself. 
just below the seat. enel d 
The RD400 also has signal indicators. 








an oil warning light which 
lights up when the oil level 
in the Autolube is getting low. Bem 
Another feature youll ap- Wise V 
preciate in city and country 










rear. Cycle said ~ 
the Yamaha front disc brake was the 
most effective they'd ever tested. 

And the rear brake of the RD400 is 


essentially the same brake. 


Improved handling, 

We've also made the RD400 a better 
handling motorcycle. The frame has 
been completely re-designed, and 
the engine is farther forward, for 
better balance. Front forks and rear 
suspension have been improved to 
better absorb the shocks of those 
small surface irregularities that can 
become big problems when youre 
cornering. Like the RD350, the 
RD400 corners beautifully. 


Improvedcarburetion. | When you know how theyre 


by twin 28mm Mikuni carburetors. b il "ll b Y ( | 
But carburetion has been pain- u t you uy a e 


CIRCLE NO. 23 ON READER SERVICE PAGE. 


























What is it about a 
Harley-Davidson? 


With so many look-alike bikes 
around these days, it’s reassuring 
to know that there’s still one 
motorcycle that stands apart. 

The Harley-Davidson. 

What is it about this machine 
that makes it so unique, so 
instantly recognizable? 

It’s sound. Take the FXE-1200 
on your left. Even blindfolded, 
you would know it’s a Harley- 
Davidson. Because it has that 
incomparable Harley-Davidson 
sound. Quiet—yet deep, rich 
and powerful. A thing of beauty. 

It’s torque. With the FXE as 
with all the Harley-Davidson 
superbikes, it’s positively 
psychedelic. A king of the road 
feeling of power. 


Harley-Davidson believes in safety first. Before you start out, 


put on your helmet and watch out for the other guy. 


CIRCLE NO. 24 ON READER SERVICE PAGE. 


It’s styling. The FXE, for 
example, is the classic’s classic. 
The last word in lean, muscular 
elegance. 

It's all the other things that 
make a Harley-Davidson a 
Harley-Davidson. Precision engi- 
neering. Unmatched attention to 
detail. A 70-year heritage of 
superb craftsmanship. 

Your AMF Harley-Davidson 
dealer has assembled his entire 
1976 line of superbikes and light/ 
middleweight on-off road and 
street bikes for your inspection. 

Look him up. And learn about 
these extraordinary machines 
from a man who really knows 
motorcycles. 


Harley-Davidson Bed 








Build it yourself... 


With a learn-at-home program as fascinating as home 
entertainment electronics, reading about it is just not enough! 


Once you discover something that really fas- 
cinates you, no matter what it is, reading about it is 
just not enough. You want to be involved. You want 
firsthand experience. 

That's exactly how Bell & Howell Schools’ 
exciting learn-at-home program in electronics 
works. You learn by doing, experimenting, trying it 
yourself. That’s why throughout this unique pro- 
gram you get practical “hands on” experience with 
some of today’s latest electronics training tools. 


Throughout your learning adventure 
with Bell & Howell Schools, the key word 
is build. 

It doesn't matter if you've never had any 
training in electronics before. We start you off with 
the basics and help you work your way up one step 
at a time. As a matter of fact, with your very first 
lesson, you receive a special Lab Starter Kit to give 
you immediate working experience on equip- 
ment as you are picking up the fundamentals. 
It makes the learning process faster and certainly a 
lot more interesting. 

You'll build and work with remarkable educa- 
tional tools as you explore advances in electronics — 
“State-of-the-art” equipment that’s being used 
today—and will be used tomorrow. So the skills and 
knowledge you will acquire will be useful for years 
to come. 


You'll build your own electronics 
laboratory! 

With Bell & Howell’s Electro-Lab® electronic 
training system—theory comes to life. And you'll 
make it happen! In building each of these modern 
test instruments you'll get experience in wiring, 
soldering, assembling. Then you'll use the lab for 
testing, trouble-shooting and circuit analyzing. 

irst, the design console. After you assemble 
it, you'll be able to set up and examine circuits 
without having to solder them in place. 

Next, you'll build a digital multimeter. This 
important instrument measures voltage, cur- 
rent and resistance, and displays its findings in big, 
clear numbers like on a digital clock. 

Then comes the solid-state “triggered sweep” 
' oscilloscope similar in principle to the kind used in 
hospitals to monitor heartbeats. 

You'll use itto analyze tiny integrated circuits. 
The triggered sweep feature locks in signals for 
easier observation. 


You'll actually build and work with 
the new generation color TV...investi- 
gating features you've probably never 
seen before! 


This 25" diagonal color TV has digital features 
that are likely to appear on all TV's of the future. 
Features made possible by the applications of digital 
electronics to home entertainment. 

You'll probe into the technology behind all- 
electronic tuning. And into the digital circuitry of 
channel numbers that appear on the screen! You'll 
build-in an on-the-screen digital clock and learn to 
program a special automatic channel selector that 


goes directly to the channels of your choice. 

You'll also better understand the exceptional 
color clarity of the Black Matrix picture tube, and 
gain working knowledge of "state-of-the-art" in- 
tegrated circuitry and the 100% solid-state chassis. 


After building and experimenting 
with this TV, you'll be equipped with the 
kinds of skills that could put you ahead 
in electronics know-how. 

Once you've completed this program, your 
skills in electronic trouble-shooting could lead you 
in exciting new directions. While we cannot offer 
assurance of income opportunities you could use 
your training: to seek out a job in the electronics 
industry, to upgrade your current job, or as a foun- 
dation for advanced programs in electronics. 


Building. Learning. Growing. Without 
missing a day of work or a single 
paycheck! 

Because this is a home study program, you 
study at your convenience— without Bein a class- 
room captive. That means there'll be no conflicts 
with your job or other interests. 

And even though you're on your own, we'll be 
thereto help if you should ever run into a rough spot. 
Most schools make you mail in all your questions. 
We have a toll-free line you can call when you have 
a question that can't wait. 

For even more personal attention, Bell & 
Howell Schools’ "help sessions" are held in 50 major 
cities at various times throughout the year, where 

ou can meet and talk with your instructors and fel- 
ow students. 


A school's reputation can't be built 
on what it is going to do. 

...butrather on what it has done and is doin 
right now. That's why Bell & Howell Schools’ 43 
years of experience in electronics home study is 
your best guarantee that our "hands-on" learning 
method really works. 

Many thousands of people each year choose - 
Bell & Howell Schools' home learning programs to 
start or further their electronics education. Discover 
this fascinating program in home entertainment 
electronics for yourself. 


Mail in the postage-paid card for 
full details! 

Taken for vocational purposes, this program 
is approved by the state approval agency for 
Veterans' Benefits. 


If card has been detached, please write to: 
An Electronics Home Study School 
DeVRY INSTITUTE OF TECHNOLOGY 


ONE OF THE 


BELL & HOWELL SCHOOLS 


4141 Belmont, Chicago, Illinois 60641 
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Between Joe Smith’s 
 double-engined 
Harley-Davidson, 
Russ Collins’ 
triple-engined Honda 
and the double- 
engined Norton of 
TG. Christenson and 
John Gr egory, Top 
Fuel drag ‘racin 1g has 
become a seven-second, 
180 mph squabble— 

and one of the 

best shows in town. 

By Cook Neilson 
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nit; Joe 
é J trans- 
ission like the one in Danny 
le Sportster. It is underdriven 
and direct in high, just the opposite of 
the Lenco. : 

“Joe has been building his own chassis 
since the mid-Sixties. The double's frame 
is fabricated from 4130 tubing, its steering 
head angle is 40 degrees, its trail mea- 
sures 7Y-in. and it carries engine-mount 
plates made of 7075 aluminum. ("The 
7075 stuff is too brittle. For next year I’m 
switching to 6061 T6.") The front end 
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lier. Smith bought his transmission from 
co and modified his clutch; John 

d T.C. Christenson manufac- 

lutch. and built their two- 

is out of a Rambler overdrive 

. Joe's bike uses 8796 nitro; the Nor- 


ton has to cope with a steady diet 
propylene oxide (a tru 
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Honda: 
The 
Bibi 
Wurlitzer 
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which more later). 

Brilliant as the little bike has been all 
season long, it truly came into its own 
at the Ontario SuperNationals. The triple 
Honda set a new ET record, which it has 
been capable of doing for some time; Joe 
set a new speed record, which he has 
done frequently in the past; but the Norton 
won, with a brilliant string of seven- 
second passes (7.99—175.78, 7.93—175, 
7.93—176, 7.95—175) that would be 
nearly impossible to match for consis- 

Consistency almost always wins drag 
meets, and the Norton guys are almost 
always consistent. Their 1975 record, 
briefly: they won the AMDRA -Memphis 
meet on May 5; won a match race series 
in Cincinnati, with the day’s top speed 
and low ET, on May 24; qualified quickest 
at the June 15 Bowling Green meet; qual- 
ified quickest at the July 11 NHRA Sum- 
merNationals meet in Englishtown; won 
the AMDRA Cincinnati meet on July 20; 
won a match race series in Canada on 
August and another one in Cordova, 
Illinois on August 22; set an unofficial 
motorcycle ord (8.02) and finished 

runner-up slot at the Indianapolis 
nals on September 1; set a new 


uropean record and won the match race 


AMDRA m 

October 5 after qu 
quickest ET and fas 
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on your choice of these 
outstanding publications 


READERS’ BONANZA! 
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Here's a great offer for readers from 
the publishers of Psychology Today, 
Skiing, Popular Photography and all 
the other outstanding publications 
shown on this page. 


Select any of the publications you 
see here—and subscribe to them at 
discount rates of up to 50% off. 


Whether your particular thing is ski- 
ing, boating or photography . . . elec- 
tronics, flying, cycling or cars... 
stereos, news, psychology or sports... 
we're sure you'll spot a magazine here 
that can meet your special interest. No 
need to stop with just one, either, since 


HERE’S WHAT YOU SAVE: 


Boating—1 year 
Newsstand Price: 
Regular Subscription Price: y 
You pay only 1 4.50 






Car & Driver—1 year 

Newsstand Price: 

Regular Subscription Price: .... 
You pay 






.$12.00 





Cycle—1 year 

Newsstand Price: 
Reguiar Subscription Price: .. $ 7.98 
You pay only 3 3:99 








Flying—1 year 

Newsstand Price: .$12.00 

Regular Subscription Price: .$ 9.98 
You pay only $ 5.99 








Playboy—1 year 
Newsstand «Price: o eee $16.00 
You pay only $10.00 


Popular Electronics—1 year 

Newsstand Price: 

Regular Subscription Price: .. É 
You pay only $ 5.99 





you may select as many as 
four at our special introduc- 
tory rates—up to 50% off. 


So why hesitate? Select the 
publications you wish to re- 
ceive—and save from 99¢ to 
$6.00 on your selections. 


To enter your subscriptions, simply 
check off the publications you want on 
the postpaid card, detach it and mail. 
Your first issue will be shipped 30-60 
days from receipt of your order. Satis- 
faction is guaranteed—or immediate 
refund for remaining issues! 


Popular Photography—1 year 
Newsstand Price: dba 
Regular Subscription Price: = Y 4 
You pay only $ 4.49 
Popular Science—1 year 
Newsstand Price: . 9 9.00 
Regular Subscription Price: : 9 6.94 
You pay only $ 3.47 
Psychology Today—1 year 
Newsstand Price: „s ; i 
Regular Subscription Price: .... 912.00 
You pay only $ 6.00 














Stereo Review—1 year 

Newsstand Price: sss $12.00 

Regular Subscription Price: .............. $7.98 
You pay only $ 3.99 


Skiing—1 year 
Newsstand Price: ... 
Regular Subscription 





You pay only $ 3.49 
Time—25 issues 
Newsstand Price: 
Regular Subscription Price: 2 
You pay only $ 8.75 





If card is missing, write to: Magazines At Discount, a division of Ziff-Davis Publishing Co., P.0. Box 


2703, Boulder, Colorado 80302 





Actress ~ 
Geneviève 
Bujold 





Ordinarily it would cost you a small fortune to find out how to 
put the working side of your life in order. Whether it’s getting 
into a good job or out of abad one. 

Now there's a quick, inexpensive and professional way to do 
just that. It's the Harrington/O'Shea Computerized System 
for Career Decision-Making.™ The system has been called by 
educators “the most comprehensive career analysis now avail- 
able in the United States.” 

A proven method to help you achieve success . 

What this service does is give you a reliable way to evaluate 
yourself. To measure your potential for success in the field 
you want to work in, that is best suited to your talents. 

There is no other outside counseling help to rely on. Only 
you! You are the key. The most advanced educational and 
psychological research proves that you are the best judge of 
what's right for you — especially when it comes to picking a job 
oracareer. When yougetto know yourself, and your innermost 
feelings about yourself — which the Harrington/O'Shea method 
helps you do - you've taken the first step toward achieving 
self-fulfillment and success in the work-a-day world. And it 
doesn't matter whether you're a big business executive want- 
ing a job change, a recent high school graduate trying to break 
into the work force, or a concerned parent with a son or 
daughter who needs career direction. 

The right tools for the right answers. 
The Harrington/O'Shea method is a system built around 200 


carefully chosen questions. The questions have to do with 
your interests and abilities...your values and talents...the kind 
of work you most prefer doing ... and most important, your 
dreams and aspirations. (You take the test in the privacy of 
your own home - it shouldn't take you more than an hour .) 
This self knowledge is what enables you to improve dramat- 
ically your chances of choosing the right job or career. 


A scientific approach to help you define your goals more clearly. 
After you have completed the questionnaire, the computer 
takes over. From over 500,000 bits of information, the com- 
puter analyses your answers againstthose career areas which 
make up 95% of current occupations, professions and specialties. 

Upon completion of processing, an easily understood, 
detailed and personal report is prepared. It's about you — and 
nobody else. 

The report tells you what you want to know - what kind of 
work you'd most enjoy, and how to go about finding it. 


Only $20 for the entire program. 
Private career counseling costs a small fortune; the Harring- 
ton/O'Shea Computerized System for Career Decision-Making™ 
costs only $20. Everything is covered in the one price — the ques- 
tionnaire, the scoring and the personalized report. Only the com- 
puter makes this low price possible. 

This is an incredibly small price to pay for a professionalservice 
that could mean all the difference in your life. Get started today. 


IF YOUR CAREER OR JOB HAS GOT YOU CORNERED, 
HERE'S SOME HELP TO GET YOU OUT. 
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DATSUN B-210. 
41 MPG-HWY 
29 MPG-CITY. 


The ’76 Datsun B-210, the most economical Datsun of them 
all! 41 MPG on the highway, 29 in town. A little can really go a 
long way. 

The three B-210 models offer a surprising amount of comfort 
and luxury, too. And a 1400cc high cam engine that makes this a 
really powerful economy car. 

Datsun B-210. Economy and then some. (*EPA dynamometer 
estimate. Manual transmission. Actual MPG may be more or less, 
depending on the condition of your car and how you drive.) 














210 4-Door Sedan 


B-210 2-Door Sedan 


UN 
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B-210 Hatchback 


TEST DRIVE A DATSUN TODAY at one of the 57 NEW YORK METRO DATSUN DEALERS 


PHOTOGRAPHY: LESLIE LOVETT 
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THESE THREE 


1%-in. intake valves and 1 7/16-in. ex- 
hausts, and the intake valve angle was 
changed by Dunstall from 28 degrees to 
26% degrees. Intake ports measure 
33mm. Pushrods, valve springs, cams and 
titanium collars all come from Norris. The 
cams produce .438-in. of valve lift. 


The specifications of the Norton’s lower 
ends are confounding. Gregory uses 
standard, unpolished connecting rods, 
standard rod bearings fitted up with 
.0005-in. extra clearance, and a pair of 
stock (although thoroughly massaged) 
early Sixties Atlas cranks. The crank jour- 
nals’ oiling holes have been cross- 
grooved for better lubrication. The cranks 
have been rebalanced to a 92% factor 
by Ray Belluci, and lightened by 5%-Ibs. 
each. In two seasons of racing the lower 
ends have never given trouble—and these 
lower ends have to contend with 150bhp 
each. Before Gregory and Christenson 
made their own Teflon oil seals; the Nor- 
ton was good for five or six runs on a 
set of lower-end bearings. The nitro-proof 
seals bumped that figure up to 25 runs, 
and the combination of the trick seals and 
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Kendall Nitro 70 oil now protects the lower 
ends for a season or more. 

There are three specific areas of high- 
level technology on the Norton: the in- 
duction system, the drive train and the 
chassis. Induction is handled by a fuel in- 
jector (Hilborn #105 04A) from a midget 
Offenhauser, cut in two and adapted to 
the Norton’s cylinder heads with home- 
made manifolds. The Hilborn BL630 pump 
drives off the front engine’s cam shaft and 
is rated at 3.4 gallons per minute. Three 
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lines come from the pump: one goes to 
a #57 Hilborn metering valve, one re- 
turns to the tank through the high-speed 
jet (known as the “‘pill’’), and the last 
bleeds pressure back to the tank when 
the throttle is closed at high engine 
speeds; it is intended to keep the injector 
pressure from blowing the lines off the 
bike at the end of a run. The relief is set 
to open at 37 psi at 6000 rpm. 

The metering valve, which regulates the 
amount of fuel going down the intake 
ports in response to throttle opening, was 
fitted with a special low-speed bypass 
system when Gregory installed a larger 
pump two years ago. They were finding 
that under heavy air conditions, the origi- 
nal pump wasn’t doing the job. But if a 
larger pump were added it would over- 
feed the engines at low speeds—thus the 
metering body bypass. 

“Injection can be dialed in much, much 
closer than carburetors," Gregory says. 
“When the injectors are off by 8 or 10%, 
they’re still better than carbs, and when 
the injectors are right, there’s absolutely 
no comparison.” 

Christenson and Gregory were the first 
to try an automotive-type slipper clutch, 
the first to try an automotive-type two- 
speed transmission and the first to use 
an eight-in. tire. The clutch is completely 
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of their manufacture; they made the pat- 
terns, machined the castings and con- 
tracted with a stamping company to fabri- 
cate the plates. (The clutch is also used 
by Danny Johnson and Marion Owens.) 
The two-speed, fabricated before Lenco 
began supplying transmissions to motor- 
cycle people at the request of Sonny 
Routt, is a classic example of American 
hot rod thinking, coming from an unlikely 
place (a Rambler, of all things) and doing 
an unlikely job. 

The chassis was built in 1972 because 
of Christenson’s and Gregory’s desire for 
a wider (8-in.) rear tire, a lower, lighter 
bike and then-revolutionary drive line 
components. The drive line, which had 
earlier located the clutch and transmis- 
sion input and output shafts on the bike’s 
left side, was rearranged so that the out- 
put shaft drove off the bike’s right side. 
This more balanced division of mass per- 
mitted Gregory to remove 40 Ibs. of ballast 

(Continued on page 88) 
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Because Honda feels compelled to obey Federal noise and emission 
laws, the XL 350 has lost its thump, sprung the scale and become 
complicated. But there’s still something about a four-stroke single. . . 


® This motorcycle and others like it are 
struggling for identity. Now that a serious 
off-road rider can choose from close to 
20 true enduro bikes, he won't consider 
a dual-purpose street-trail machine like 
the XL 350 because its dirt performance 
has been thrust into obsolescence by the 
enduros. Nor will the average street en- 
thusiast buy a bike with bumpy tires, steel 
pegs and no electric starter, What is to 
become of these machines that have 
served us so well since Yamaha's DT-1 
Enduro popularized the whole dual-pur- 
pose concept in 1967? Has evolution's 
pitiless march left the dual-purpose bikes 
on the fringe of extinction? 

Not at all. As long as enough people 


want to ride both street and dirt and can’t ` 


afford separate machines for each, the 
dual-purpose market will remain strong. 
In some cases sales will be stimulated by 
strict enforcement of licensing laws which 
prevent non-street-legal machines from 
utilizing popular riding areas. But never 
again will the dual-purpose market be as 
large as it was when true enduros were 
much more expensive and not that much 
better. Today’s enduros are closer in 
price to dual-purpose machines, and 
vastly superior in performance. Bultaco 
Fronteras, Ossa Pioneers, Montesas, 
Pentons and MR Hondas are suddenly a 
major cause of unsold street-trail bikes. 





In evaluating dual-purpose machines 
(which are basically all street-legal trail 
bikes from Japan), we cannot compare 
their street performance to that of a street 
bike or their dirt performance with an 
enduro’s. This approach would leave little 
favorable to report, because performance 
gaps have become so wide. References 
to specialized machinery must be used 
for perspective only, not comparison. 

The reasons for performance gaps are 
twofold. First, while enduros are ignoring 
street-legal considerations, dual-purpose 
bikes have been conforming to tougher 
and tougher Federal noise and emission 
standards. A huge labyrinthian airbox 
system on the XL 350 has enough pas- 
sages and compartments to make a whole 
family of New York sewer rats feel at 
home. A correspondingly complex ex- 
haust system meets noise levels but adds 
15 pounds to the bike’s weight. Don’t 
blame Honda for these power-robbing 
features (that result in a 331-pound trac- 
tor that won’t handle brisk speeds in the 
dirt); blame the laws. Machines that ad- 
here to these laws will never perform off 
the road as well as those that don't. 

Secondly, a performance gap exists 
because Honda builds the XL for the 
average rider. Therefore it can’t be ex- 
pected to dance through rocks and sur- 
prise the dynamometer. That takes a spe- 
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Engine 
Speed BHP Torque 
25008 amas: 15,20). 1 — 
3000 974 17.06 
3500 1081 16.20 
4000 11.65 15.31 
13.16 15.36 
1481 15.56 
1641 15.66 
17.78 15.56 
20.04 16.19 
21.58 16.19 
15.73 


1469 ' 
12.89 
12.11 


Honda XL-350 K2 
Test Conditions: 
Barometer 29.80 

Temperature 
66°F Wet 78°F Dry 
Correction Factor 1.048 
Date of Test: 10/22/75 
As Tested on 
the Webco Dyno 
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HONDA XL 350 K2 
Price, suggested retail $1192 West; $1201 East 
Tire, front 3.00 x 21 Bridgestone Trials 
4.00 x 18 Bridgestone Trials 
6.1 x 1 in. (155 x 25.4mm) 
5.5 x 1 in. (140 x 25.4mm) 
36.5 sq. in. (235 sq. cm) 
13.4 Ibs./sq. in. 
at test weight 
Four-stroke OHC single 
79 x Timm 


Brake swept area 
Specific brake loading 


Engine type 
Bore and stroke 
Piston displacement 
Compression ratio 
Carburetion 
Oiled polyurethane foam 
Magneto 
22.46 @ 7500 rpm; actual 
17.06 @ 3000 rpm; actual 
32º/5.5 in. (140mm) 
Mph/1000 rpm, top gear 
Fuel capacity 
Oil capacity 
Electrical power 


2 qts. (1.9 liter) 
80 watts @ 5000 rpm 


Spur gear 3.13:1 

% x % D.I.D. chain 

15/45 3.0:1 

(1) 23.45 (2) 15.62 (3) 11.63 
(4) 8.73 (5) 7.03 

55 in. (1397mm) 

34 in. (864mm) 

9.3 in. (236mm) 

331 Ibs. (150 kg) 

491 Ibs. (223 kg) 

Seiki tach and speedo with 
odometer & trip meter 
resettable both ways by 10ths 
16.345 sec.; 76.33 mph 
40-44 mpg 

30 mph actual 29.47 
60 mph actual 53.85 


Wheelbase 

Seat height 
Ground clearance 
Curb weight 

Test weight 
Instruments 


Standing start %4-mile 
Average fuel consumption 
Speedometer error 
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PHOTOGRAPHY: DALE BOLLER 








Tuners will be able to get much more power from New head on left has only the two valve stems to 
XL engines because of the center intake location. ^ interrupt flow. An angled entry obstructs old head. 





New swingarm (left) is stronger at the pivot, a bit — Bedpan plenum and steel air-cleaner housing com- 
longer and bracketed for folding passenger footpegs. ^ bine with rubber snorkels to damp intake noise. 
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cial long-travel suspension and a narrow 
powerband, neither of which the casual 
trail rider will miss on the Honda. If you 
want a serious Honda dirt bike, buy an 
MR or a CR Elsinore. The XL is for people 
who want what it delivers, which is ex- 
cellent street suitability for a dual-purpose 
bike and for the most part acceptable 
performance off-road. In the case of the 
engine, off-road performance is out- 
standing because of good old four-stroke 
torque and reliability. 

The Honda is geared for 79 mph and 
this is exactly what the speedometer 
reads with the engine spinning at redline, 
but it takes a slight downhill to do it. On 
level ground acceleration quits at 75 mph. 
Vibration becomes intrusive at 65 mph, 
So cruising at the speed limit is more 
comfortable. There's no question that the 
XL 350 Honda is the best street performer 
of all the dual-purpose bikes, primarily 
because of the engine's steadfast relia- 
bility, long life and ability to stay crisp with 
very little maintenance. 

On a long desert road far from civili- 
zation and marauding patrol cars, we set 
the tachometer on 9000 revs and left it 
there for 15 minutes. The Honda never 
flinched during the ordeal and settled into 
a quiet idle afterwards. Certain two- 
strokes. could do the same, but you 
wouldn't feel comfortable trying it. No 
two-stroke can perform one of the 
Honda's easiest tricks—and that is to slog 
up a deep sandwash with the engine at 
its torque peak. As temperatures rise 
power sags a little, but in a two-stroke 
the piston would sag under similar condi- 
tions. The Honda engine is abuse-proof, 
and that feature alone firmly seats the XL 
on top of the dual-purpose street heap. 

It’s also nota bad handler on pavement. 
With no ground clearance problems and 
neutral steering, you can pitch off into 
a corner more vigorously than you might 
expect with trials tires. Posted speed limits 
on mountain roads seem slow aboard the 
Honda. Quiet operation, comfortable 
seating and silky controls make the XL 
350 agreeable to ride in the city, though 
not inspiring. It'S a 45-mpg transportation 
workhorse, but nothing that will snap 
heads or outpower a Corvette. 

People who can't tolerate vibration had 
better forget the Honda, because a buzz 
of varying severity and frequency is 
always there. But it's not totally intrusive. 
If you start enjoying the scenery, you 
won't notice vibration until you purposely 
think of it again. The same applies to 
drive-train slop, which makes the whole 
bike jerk when the throttle is turned off 
oron. You learn to minimize it with smooth 
throttle movements and careful shifting. 

In dirt the motorcycle is severely limited 
by overall weight, poor shocks and trials 
tires. Its wet weight of 331 pounds is 12. 
more than last year and about the same 
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A steadfast engine is surrounded by a maze of wires 
and tubes which discourage owner maintenance. 


Remember the 1968 Bultaco Matador? If you do, this 
exhaust system will look familiar. It is ultra quiet. 








This fellow is using the XL 350 the way it should be used off-road—going slowly over smooth terrain. 


as the old 650 Triumph desert sleds which 
became extinct because lighter two- 
strokes could fly over rough stuff so much 
faster. In sand or mud the heavy front 
end causes the skinny front tire to sink 
in, and if the bike isn’t exactly perpen- 
dicular to the ground, the tire plows and 
you start weaving to stay upright. In back, 
the shocks are gone in 30 seconds. 
Bumps and the Honda come together like 
Sumo wrestlers—the whole earth shakes 
and the motorcycle must fight to stay 
shiny-side-up. You could install knobby 
tires and new shocks and nearly double 
the bike’s off-road efficiency, but the eas- 
iest cure is to simply slow down. Resign 
yourself to the fact that the XL 350 is a 





Changes in geometry improve steering accuracy 
considerably, but you can't tell without changing tires. 





trail bike designed to poke around— 
sometimes with a passenger on the back 
and sometimes while leading a string of 
kids on minis. Where it can go is not 
limited; the engine will pull any hill and 
slug through awful rock sections with 
wondrous ease. The only limitation is on 
sheer speed. 

A couple of kicks will always start the 
engine, but they have to be strong ones 
or you won’t make it past the compression 
stroke. Bump-starting requires lots of 
speed and solid traction. The engine is 
quiet enough to idle all night in someone’s 
bedroom without disturbing their sleep. 
You can’t even hear the Honda when 
riding on the same trail with a two-stroke. 
A heavy double-muffler exhaust system 
soaks up the sound and who-knows- 
how-much horsepower. It looks like the 
rear muffler can be unbolted, but it can’t, 
because Honda has welded the two si- 
lencers together with a connector pipe. 

Under the seat, more silencing appa- 
ratus shows the complicated equipment 
needed to quiet intake drone. Honda has 
more money in plastic injection molds and 
sheet metal stamps for the XL 350 intake 
system than some companies have in 
frame jigs. Endless experimentation must 
have been involved in the design; what 
exists wouldn’t have occurred to anyone 
in the first few tries. An upper plastic 
plenum resembles a hospital bed pan and 
nestles nicely between the seat and top 
frame rails. Air enters the plenum through 
an inward-aimed curved rubber boot and 
weaves through rubber tubes to another 
plenum. This one is stamped steel, and 
contains a wet foam air cleaner just in 
front of a third rubber boot which leads 
to the carburetor bellmouth. Not a single 
decibel escapes. Honda literature de- 
scribes the new intake and exhaust sys- 
tems as being ‘‘less fatiguing for the 
rider and the environment.” 

The Honda got more than quieter for 
1976. The frame was highly modified to 
accommodate a new center-port cylinder 
head and to improve geometry. A different 
caster angle results in more rake (32 
degrees) and increased fork-crown offset 
adds to trail (now 5.5 inches). These 
changes improve straight-line stability 
and would normally slow down the steer- 
ing, if a shorter swing arm didn’t maintain 
the same 55-inch wheelbase as before. 
There’s less handlebar wag with the new 
geometry and you can run less tire pres- 
sure (down to 12 pounds) without losing 
touch with the front end. 

Chassis components are the same as 
last year. Superb D.I.D. rims lace to alloy 
hubs which contain a good brake in front 
and a slightly grabby one in back. Lighter 
wheels would help the XL’s suspension 
considerably, but the durability of heftier 
components is more important to Honda 
and their dealers than exotic parts which 
weigh less and wouldn’t be noticed by 


To see how an XL 350 can be made 
into an off-road terror capable of 


winning Baja or “Best Custom” at 
the local Motorama, turn to page 44. 
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most buyers anyway. 

The front fork is satisfactory as deliv- 
ered, although the recommended 170cc 
of fluid is too much to allow air in the 
system to expand harmlessly when hot. 
Instead the fork pumps up, and the result 
is diminished travel and stiffer action. The 
cure is to drain 20-25cc of fork oil. 

In back, the shocks keep the fender from 
resting on the wheel and not much else. 
All the evils of fluid dynamics plague the 
feeble Showas: cavitation, aeration, heat 
retention and ill-designed damping which 
tries to force too much fluid too quickly 
through a too-small orifice. On the street, 
piston speeds aren’t enough to deterio- 
rate shock action and it can be labled 
“passable.” If you're going to ride off- 
road, even at casual speeds, pitch the 
Showas and install S&Ws or Konis. 

Other running gear components are 
excellent. The best steel pegs in motor- 
cycling are joined this year by rubber- 
covered buddy pegs with a unique lattice 
on the right side to prevent the passen- 
ger’s foot from tangling with the chain. 
In riding two-up in the Pasadena Fire 
Department’s Hook and Ladder Enduro 
(a family event not characterized by 
speed), Cycle finished fifth in the buddy 
class, but our 99-pound lady passenger 
was enough to bend the flimsy rear pegs. 
Obviously they need to be stronger. New 
plastic fenders this year are wider and 
deeper for better control of mud. New 
tank styling and paint alter the bike’s 
appearance considerably by pulling it 
farther away from the traditional look. 

Due to its street-legality, the XL is dec- 
orated with all kinds of lables, buttons and 
indicator lights, but none compares to the 
extravagance of a little window in the 
speedometer face which tells whether the 
trip mileage indicator is on or off. The bike 
needs that like J. Paul Getty needs Social 
Security. If Honda had just spent that 
extra money on shock absorbers... . 

There’s no question that the bike’s fin- 
est component is the engine. Webco has 
tested more than 120 motorcycles on their 
dynamometer and never recorded a flatter 
powerband. Maximum torque of 17.06 
foot pounds is registered at the incredible 
low engine speed of 3000 rpm. Torque 
stays between 15 and 17 foot pounds all 
the way.up to 7500 revs. In the field, this 
flat torque curve just about eliminates the 
need for shifting. A twist of the throttle 
moves the bike ahead with authority re- 
gardless of engine speed or terrain. 
Though maximum horsepower (22.46 at 
- 7500 revs) is certainly not much for a 350, 
the engine’s spacious powerband and 
tractability make up for any lack of high 
numbers. Only the slowest, roughest sec- 
tions require clutch-slipping. No engine 
would be easier to live with off-road un- 
less it was electric. 

The Honda’s engine is an overhead- 
cam four-valve single with a five-speed 
gearbox. Changes this year include the 
high pipe, the new air intake system and 


a major modification to the cylinder head: 


which locates the carburetor directly in 
line with the two intake valves rather than 
off to one side. The center port location 
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improves breathing—but the resultant 
horsepower increase is nullified by re- 
strictions in the quieter intake and ex- 
haust systems. The straight shot will help 
tuners extract more power from the new 
head because the intake tract is now 
equidistant from both valves. Before, the 
charge followed the shortest, or inside, 
line through the curved manifold, so most 
of it passed through the right-hand valve. 
This reduced the effectiveness of the 
second valve. We surmise that the side 
port was originally designed to provide 
easy access to the carburetor and free 
up room directly behind the engine for 
frame tubes. Honda probably rearranged 
the port to exploit the engine’s full racing 
potential and help offset the effect of 
power-robbing noise and emission stan- 
dards. The carburetor’s more hidden lo- 





cation won’t make much difference to the 
average buyer, because it functions so 
perfectly that he'll likely never have to 
touch it. 

This is typical of the whole motorcycle. 
Other than filling the tank, an owner 
doesn’t have to touch anything. He just 
rides. If he cleans the air filter once in 
a while and drains the oil occasionally, 
the XL 350 will outlast his car. That’s a 
good thing, too, because the bike is com- 
plicated for a four-stroke single. Pull off 
the tank and there’s a multitude of wires 
and tubes which surround the backbone 
like jungle vines. There are relays, 
breathers and zeners. The carburetor has 
an intricate vacuum-operated diaphragm 
valve which controls an auxiliary air sup- 
ply for the idling system to prevent back- 
firing. How would somebody fix that if the 
Honda started popping off on Wilshire 
Blvd? Chances are no one will have to. 
And the average rider would rather have 
that kind of reliability than DeCoster-per- 
formance accompanied by a demanding 
personality. All the Honda asks: a little 
less speed in the dirt, if you don’t mind. © 








\ THE WORLD'S 
BEST 
TIE-DOWN 
STRAP 























3s DIA. ZINC PLATED 
STEEL HOOK 


EXTRA STRONG 
NYLON STITCHING 
PER MILITARY SPECS 


CONVENIENT 
HANDLOOP 


4000 LB. 
EXTRA HEAVY 
WEAR & WEATHER 

RESISTANT 
NYLON WEBBING 


SERRATED TOOTH CAM 
WILL NOT SLIP 


CORROSION PROOF 
ALUMINUM FRAME 


HEAT TREATED PIN 
&HIGH STRENGTH 
.ZINC CAM 
COMPLIES WITH 

| NATIONAL AEROSPACE 
STANDARDS 


ELECTROSTATICALLY 
APPLIED VINYL COATING 


Pw c 


» Send $1.00 for catalog to: 


“Dept. CA-1 
* 193 Center St. 
É El Segundo, CA 90245 





43 


® For C & J Racing Frames of Santa Ana, 
Calif., a custom frame was the easiest part. 
They built this bike as a prototype for what 
is now a stock item in their catalog—an XL 
350 Honda frame with Yamaha Monoshock 
rear suspension. C & J was founded in 1970 
by Jeff Cole and Steve Jentges, two former 
Indy race car builders (the Unsers, Johnny 
Rutherford), who decided to pack up racing 
and go into the marine hardware business. 
Coincidently, Kawasaki’s Racing Division 
moved in next door, and noticed Steve 
Jentges pounding out a gorgeous aluminum 
tank for some kid of boat. This was in 1971 
just before Talledega, where Kawasaki was 
planning to use aircraft-type quick-fill tanks 















































An off-road rider must perform massive modifications 

to the chassis of his XL 350 to make it suitable for 

fast dirt riding. The following builders of custom XLs 

took the Dempsey Dumpster approach to chassis modifi- 
cation, and came up with three very impressive machines. 


to shave a few seconds off pit stops. 
Jentges’ racing bug hadn’t been completely 
squashed, so C & J consented to build the 
tanks for Kawasaki. In the process they 
effected a few frame modifications which 
helped Kawasaki win Talledega. Soon they 
were working on a frame for Brad Lackey’s 
National Championship-winning 450 Kawa- 
saki motocrosser. Their boating business 
sunk as Dave Aldana, Gary Scott, Gene 
Romero, Gary Nixon, etc. all wanted C & 
J frames. The company built Ossa frames 
for Bruce Brown and Malcolm Smith as 
playbikes; they built Evel Knievel's first Sky- 
cycle and Bob Gill’s jumper; Jeff Ward won 
the minibike National Championship on a 





C & J frame and all of Kenny Roberts’ race 
frames will be built in Santa Ana next year. 

Enough for credentials. XL 350 Honda 
frames are their biggest seller. When a per- 
son wants one he explains to Cole, Jentges 
or Sales Manager Gary Drean exactly what 
he wants in geometry, footpeg height, sus- 
pension, etc., or he can buy an off-the-shelf 
XL 350 version for $479. Custom prices rise 
appropriately; the monoshocker pictured 
here costs $515. 

Tubing is TIG-welded chrome moly and 
fasteners are aircraft-quality in American 
sizes. Sheet-stock gussets and engine 
mounts are also chrome moly. Tapered 


Timken steering head bearings join a. 


spiraled bronze swingarm bush with O-ring 
seals. All frames locate the swingarm pivot 
point as close to the countershaft as possi- 
ble so the chain doesn't have to run dan- 
gerously loose with long-travel suspension. 

Since C & J operates within the industry 
on a distributor level, a customer can order 
parts such as wheels, tanks, seats, complete 
engines, etc., through them and receive a 
20 percent discount on these parts with the 
purchase of any C & J frame. This helps 
defray the cost of a custom XL, which can 
reach $2200 if C & J supplies everything. 
Assembly is always done by the buyer. In 
comparison to the cost of a new Penton 
Mint 400 Enduro—$1880—the custom route 
suddenly doesn't seem quite so extravagant. 

The advantages are numerous. First of 
all, it’s fun. A custom XL builder is delight- 
fully challenged by the number of good 
chassis components available. Should it be 
Akront rims or D.I.D.s? Stock spokes or 
Buchanan spokes? Cheng Shin tires or 
Metzelers? The Monoshock or S&Ws? How 
nice to have a white sheet of paper and 
a stack of catalogs. But it’s the engine that 
provides the greatest advantage to most 
people. They like four-stroke low-end power 
and four-stroke reliability. No two-stroke can 
match the XL's gas mileage. Plugs don’t foul, 
pistons don’t seize and even oily Mexican 
gas doesn’t cause pinging. You can do a 
tune-up with a wrench, screwdriver and 
feeler gauge. But most of all it’s the way 
a big thumper single feels and pulls. It de- 
livers useable power just about anytime you 
twist the throttle. With a few modifications 
the motors will make 30-36 horsepower. 

This engine was built by Bill Bell of Long 
Beach Honda and features 402cc, a Venolia 
piston, 36mm Mikuni carburetor, special 
cam and a hand-built pipe which is much 
too loud. Effectively silencing a hopped-up 
Honda would add 20 pounds of weight and 
rob a third of the horsepower gained by 
hopping it up, so most people run them 
noisy—and noise is the single biggest prob- 
lem facing custom XL builders. 
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PHOTOGRAPHY: DALE BOLLER, STEVE READY 





A dream suspension combination for the C&J custom 
builder is Yamaha monoshock and Betor fork units. 
Trim, slim and light, the C&J Honda weighs in at 
262 pounds wet. Engine is 402cc big-bore torquer. 


With the polished aluminum YZ tank full 
of fuel, the MonoThumper weighs 262 
pounds—69 pounds less than a stocker. C 
& J can supply titanium axles and other 
goodies that knock off more weight, but 
good geometry, the monoshock and 8- 
inch-travel Betors work so well that the bike 
never feels heavy. It will climb any hill and 
out-gun any stock dirt bike on top end. Its 
dominant handling characteristic is a will- 
ingness to slide—long, pretty, mile-track 
sweeps around fire-road corners. It's sure- 
footed and stable in rocks. You will have 
to spend time matching the spring and 
damping rates of the front and rear suspen- 
sions, but the rest is pure bolt-up playbike. 
Everybody notices the Honda/Monoshock 
combination. It’s a natural—and it works. 


The entire frame is TIG-welded chrome-moly. This 
keeps the weight low and the strength high. Chassis 
geometry is set to individual orders. Improvements 
in handling and performance justify cost. 








® Without question the toughest test of 
off-road racing machinery is the Baja 1000. 
This XL 350 Honda beat 34 other motorcy- 
cles and 205 high-powered cars in winning 
the 1975 1000 overall (see story on page 
00). Engine maestro Bill Bell of Long Beach 
Honda built the bike with help from C & 
J and the S & W shock absorber people. 
Like C & J, Long Beach Honda is in the 
business of supplying part or all of the 
components for custom XLs, butthey spe- 
cialize in high-performance engine parts. 

Bell came to Long Beach Honda 14 years 
ago as a carpenter to build a few work 
benches. He was a scrambles rider who 
knew a lot about four-strokes, so they hired 
him as a tuner when he finished the wood- 
work. He's been there ever since. In 1968 
Bell built the 350 Honda twin that was the 
only other motorcycle to win the 1000 
overall. He has developed XL cams and 
pipes, big-bore and stroker kits and helped 
his 18-year-old son become one of the top 
125cc motocrossers in the West. 
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About a year ago John Blum of Honda 
Racing introduced Bell to Al Baker and 
Gene Cannady, a forminable pair of off-road 
riders capable of winning any cross-country 
race in the world. In their first ride on Bell's 
Honda the pair teamed to win the Parker 
400. They broke a gear in the Mint (an item 
Bell now replaces with his own design) and 
won the Open Class in the Baja 500 last 
year. Baker, 24, has raced everything from 
desert Triumphs to motocross in 14 years 
of riding. He presently operates Al Baker 
R & D in Van Nuys, Calif. Cannady, a 34- 
year-old undercover police officer, has been 
known for blistering speed and bad luck 
since he began racing 6 years ago. In the 
last year Bell's XL has improved both his 
speed and his luck. 

The bike has a C & J frame, MR tank, 
Betor fork, S & W gas/oil shocks, Honda 
wheels and special lighting coils built in 
Japan that power three enormous Ciebe 
lights. In Baja's blackness the bike could 
be seen for 10 miles and heard for three. 
















































































Bill Bell’s Baja winner is dominated by the huge 


? lights which add 30 pounds to overall weight and 
* allow night pilot Al Baker (left) to see 75 yards 
; d ouo tar-like blackness. You can buy virtually 


fhe same machine without any lights for $2295. 


With the big tank and 30-pound lighting 
System it weighs 302 pounds wet. 

But weight isn't a problem for Bell's 410cc, 
38-horsepower engine. Only Mitch Mayes' 
Husky was faster, and nothing had the 
Honda's drive out of a fast turn. Bell says 
all the power is in the head. Jerry Branch 
flowed this one, and Bell fitted needle bear- 
ings on a Long Beach Honda grind cam. 
A Lockhart oil cooler adds oil capacity and 
"saves the motor at wide open-speeds,” 
according to AI Baker, who said he could 
remove the oil dipstick with his fingers in- 
stead of the pliers necessary without an oil 
cooler. 

Reliability and speed win Baja. This bike 
ran 800 banzai miles in 18 hours 22 minutes 
without a speck of trouble or power-fade. 
It hadn't been touched except for cleaning 
when we rode it a week after the race, yet 
the engine was still crisp and the suspension 
supple. The weight of the lights definitely 
gives the front end a bulky feel—but you 
won't need them on your bike anyway. 
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€ Of all the special Hondas presented here, 
this one is the most personal. C.H. Wheat 
of Sunnymead, Calif. has had a love affair 
with Maico handling for years and four- 
stroke singles even longer than that. The 
inevitable marriage resulted in one of the 
best-executed and best-looking custom dirt 
bikes ever built. In person the Maida (or is 
it a Hondico?) sparkles in a rich red/orange 
paint accented by pinstriping and polished 
metal. One would hardly expect Wheat to 
jeopardize its mantlepiece finish by actual 
use, but he built it to race TTs, scorch fire 
roads and play in Baja. He pursues all of 
these endeavors with a smooth, fast riding 
style that belies his 46 years. 

Snuggling the Honda engine in a Maico 
frame required new motor-mount plates and 
careful alignment in a frame jig. Wheat 
couldn’t use a Maico rear wheel because 
he needed fewer than the 46 teeth on 
Maico’s smallest rear wheel sprocket to get 
the proper final drive ratio. So he took a 
Barnes spool hub and simply fitted a disc. 
FEBRUARY 1976 


The entire front end is Maico except for 
a D.I.D. alloy rim. With the latest Maico fork 
(delivering 1.4 inches more travel) and S&W 
gas/oil shocks moved forward, Wheat's 
playbike has incredibly effective suspension. 
By choice he has located the pegs low and 
rather far forward, so once perched on the 
tall Maico seat, the most comfortable riding 
style is sit-down. The suspension allows an 
almost constant sit-down position without 
being cushy or insulating the feel of the 
ground's texture. Steering is typically Mai- 
co—a bit slow but sharpshooter accurate. 
Wheat is particularly qualified to perfect his 
bike's handling because he works at S&W 
Engineered Products doing suspension re- 
search with Tim Witham. 

Like the other two custom XLs, this one 
has a 402cc Bill Bell engine. The usual Bell 
modifications have been made to a new 
center-port head which Wheat has fitted 
with a Lectron carburetor. The bike feels 
more powerful than the other two XLs pri- 
marily because of its incredibly low wet 





weight of 228 pounds. Based on an es- 
timated 34 hp, its power-to-weight ratio is 
6.7 Ibs./hp, which is equal to the lightest 
and most powerful motocrossers produced 

today. Not bad for a private effort. 
Riding the Wheat special is similar to 
riding the other custom XLs. Noise domi- 
nates the experience, followed closely by 
constant reminders of the engine's power: 
breathtaking speed arrives with a lot more 
revs left to go; the Honda can dig out 
of tractionless sand and skim across the 
top in a straight line; more throttle is 
usually equivalent to downshifting; un- 
conquered hills become scarred with one 
lone tire track; in mud just sit on the seat 
and let the engine lug. It was because 
of this motor and its characteristics that 
all the custom frames and chassis were 
conceived, so it isn't surprising that en- 
gine performance is the most impressive 
feature of a custom XL. But it takes the 
engine and chassis expertise of the Bells, 
Wheats, Coles, Jentges to bring itout. © 
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Here's how a basically simple 
device can get itself complicated 
by hydraulics, the boiling points 
of fluids, at least two kinds of 
leverage, air bubbles, running 
clearances, the flexing of hoses 
and metal housings, coefficients 
of friction, and the squeezing 
power delivered by an ordinary if 
often well-motivated human hand. 


By Gordon Jennings 


ILLUSTRATION: SHUSEI NAGAOKA 
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€ Brakes, whether drum or disc, have a 
single thing in common: they slow your 
motorcycle by using friction to convert its 
momentum into heat. You invest the heat 
yielded by burning gasoline in the work of 
getting the bike moving; a lot of that heat 
reappears in its brakes when you pull to 
a stop. It’s a neatly balanced bit of physics, 
this heat-momentum-heat conversion, and 
it says some of the gas you buy ultimately 
goes toward setting your brakes on fire. 

Heat does terrible things to a drum brake, 
as thermal expansion distorts the drum and 
the brake shoes lose full contact with its 
inner surface. That can’t happen to a disc 
brake, because the disc retains its shape 
at any but the most extreme tempera- 
tures—and even a warped disc is still cap- 
tured between the flanking friction pads in 
the brake caliper. The disc brake can have 
problems; fade doesn’t usually happen to 
be one of them. 

One glance at a disc brake should be 
sufficient to give you the basics of how it 
works. There’s that disc, which turns with 
the wheel, and it is captured in a glorified 
C-clamp: the caliper. Most of the discs you'll 
see are a ring of stainless steel riveted to 
a light aluminum center. Stainless steel is 
slippery and scores easily, but it doesn’t rust. 
Cast iron is a better disc material in many 
ways; it also grows rust spots and can’t be 
trusted not to break unless it’s fairly thick— 
and heavy. Hard-surfaced aluminum discs 
are very light and can provide powerful 
action, but cost the earth—and their plas- 
ma-applied coating is somewhat abrasive to 
the pads. 

Purely mechanical actuation is fine for 
drum brakes, as they have a large area of 
soft, high-friction shoe facing to drag against 
the rubbed surface. But the disc brake’s 
small pads have to be very hard for wear 
resistance, which means they must be 
clamped against the disc with terrific pres- 
sure before they'll develop enough friction 
to stop your bike. Honda gets good results 
from cable actuation on the lightly-loaded 
CB125S disc brake; hydraulics provide the 
mechanical advantage needed on larger 
bikes. 

Leverage obtained with hydraulics is 
much like that from a chain and sprockets, 
except that it involves fluid and pistons. 
Brake fluid transmits pressure from the small 
master cylinder piston to a bigger piston 
(or pistons) in the caliper, and the difference 
in piston areas—usually about 7.5:1—trades 
movement at the small piston for greater 
force at the larger. This exchange begins 
at the lever itself, with a 4:1 mechanical 
advantage. Your hand’s 50-lb, 40mm 
squeeze becomes a 200-lb, 10mm activity 
at the master cylinder piston, and only 
1.3mm of movement but 1500 pounds of 
clamping force down at the brake caliper. 

Ideally, you would have all the above 
pressure increases without any movement; 
you certainly wouldn’t want the lever coming 
back against the grip. Pad wear introduces 
a potentially huge departure from this ideal, 
as it can amount to 10 times the pad/disc 
clearance that may be taken up with a single 


squeeze of the lever. To avoid that problem 
the pads must be held very close to the 
disc, and this chore is handled automatically 
with a thick, square-section sealing ring in 
a groove cut in the caliper’s cylinder bore. 
The sealing ring holds the caliper piston 
fairly tightly, but hydraulic pressure over- 
rides its friction, pushing piston and pad 
toward the disc until all clearance is gone. 
The sealing ring is slightly distorted by this 
movement, and when the pressure is re- 
moved the ring relaxes and in so doing 
retracts the piston a minute distance to 
restore pad/disc running clearance. The 
ring also prevents vibration and jolting from 
moving the piston. 

A disc brake’s pad/disc retracted clear- 
ance must be held at a minimum to avoid 
an inconveniently large take-up movement 
at the lever. That minimum depends on the 
run-out, or wobble, in the disc—and on the 
design of the caliper itself. Single-piston 
calipers have one pad pushed by a piston; 
the opposite pad is fixed and moves into 
contact with the disc only because the 
whole caliper is free to move sideways. The 
lateral movement can be provided by 
mounting the caliper on a hinged strut (like 
the Honda CB750) or by hanging it, in a 
slide-fit, on a pair of large-diameter pins (the 
arrangement illustrated here). In either case 
hydraulic pressure drives the piston one way 
and hauls the whole caliper across in the 
opposite direction. This “floating caliper” 
layout is widely used and has the virtues 
of lightness and simplicity, but the neces- 
sarily loose mounting requires (or will pro- 
duce) comparatively wide disc/pad clear- 
ances and a lot of take-up in the brake lever. 

A better layout, from the standpoint of 
minimal take-up, is the one employed by 
Yamaha: the fixed, dual-piston caliper. In 
this you have a solidly-mounted caliper, with 
two pistons driving in from the sides to 
clamp the brake pads against the disc. If 
the disc runs true, there needs be only a 
fraction of a millimeter between each pad 
and the disc’s sides. 

Rigidity is extremely important in a disc 
brake caliper. It should be obvious that if 
there is a 1500-lb force pressing the pads 
in against the disc, then there will be an 
equal force tending to pry the caliper open 
like an oyster, and flexing there will translate 
into a spongy feel at the lever. 

Sponginess can also be caused by bulg- 
ing brake hoses, but the worst kind of rub- 
bery brake feel comes with bubbles in the 
fluid. Gases, unlike fluids, compress under 
pressure, and even a small air bubble will 
make a brake feel springy. Even if there’s 
no air in the system you'll get bubbles when 
the caliper gets hot enough to boil the fluid, 
as sometimes happens. Fluid for disc brakes 
has, by DOT regulation, a boiling point 
above 400°F. But it will absorb water from 
the air if given a chance, and that can drop 
the boiling point below 300°F. The mere 
fact that the standard for boiling-point is so 
high should tell you what a disc brake is 
expected to survive; that they work so well 
is a credit to the industry—and a blessing 
for all us riders. © 








9 |f there is any surprising aspect to the 
past couple of road racing seasons it is 
not that the awesome Yamaha TZ750 won 
so much, but that Suzuki’s far less ambi- 
tious TR750 remained in such close con- 
tention. Yamaha’s Four, after all, is the 
fastest and one of the most intricately- 
contrived racing motorcycles in history. 
A relaxation of the AMA’s rules virtually 
invited manufacturers to field 750cc, 
full-house Grand Prix machines, and Ya- 
maha responded to that opportunity in a 
manner verging on overkill. Though Ya- 
maha did not initially go right to the dis- 
placement limit (the TZ750A’s total cylin- 
der volume was 694cc) the overall design 
followed state-of-the-art parameters. Ex- 
perience with the touring- model-based 
TZ350 was reflected in the TZ750, but 
the latter came into the world a pure 
racing machine; its highway-cruising 
counterpart never came to market. 

Suzuki must have felt badly caught 
short when the Yamaha TZ750 appeared 
onthe scene in 1974, and there must have 
been some closed-door discussions 
about withdrawing from AMA competition 
rather than soldier on under a fundamen- 
tal handicap, which was an accurate as- 
sessment of their situation. Displacement 
limits may encourage performance parity; 
they do not guarantee it. Not only had 
Suzuki been placed in an inferior position 
as regards numbers of cylinders, total port 
areas, maximum crank speeds and the 
like, they also faced the unhappy prospect 
of confronting Yamaha’s quintessential 
racing machine with what may best be 
described as a hot rod. Behind all the 
flash and fiberglass Suzuki’s TR750 was, 
and remained, nothing much more than 
a hyperthyroid version of the GT750 
tourer, a solid but unpretentious two- 
stroke triple available to anybody with a 
few dollars and solid credit. 

In the end a brave optimism prevailed, 
and Team Suzuki—resplendent in blue 
and white—did appear to contest the 1974 
Daytona 200. And they very nearly upset 
Yamaha’s lavishly-financed apple cart. By 
way of bracing itself for the Yamaha on- 
slaught Suzuki had come up with new 
frames to cure the handling problems that 
had earned the earlier TR750 the nick- 
name “Flexi-Flier,” and fitted six-speed 
transmissions to make the most of the 
rather improbable horsepower they were 
wringing from their leaned-on touring en- 
gines. They also had the gritty, talented, 
Daytona-wise Gary Nixon going for them, 
and hoped they could count on teething 
problems slowing the all-new Yamahas. 
Totalled, every plus and minus taken into 
account, it seemed as though what they 
had might well be enough. But that kind 
of bookkeeping can be unbalanced by 
racing luck, which for Suzuki always has 
been wretched or worse. At Daytona, in 
'74, it was incredibly bad: Nixon literally 
had victory in hand when, in an un- 
characteristic lapse of judgement, he de- 
cided to zap Agostini before Ago could 
make the final fuel stop that he, Gary, had 
already completed. Trying hard for the 
definitive drive out onto the oval Nixon 
threw his bike down the road, and Su- 
zuki's win went with it. 
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That Daytona surely was an agonizing 
disappointment for Suzuki. Still, it dem- 
onstrated that their hot rod definitely was 
fast enough to run with the pur sang 
Yamaha TZ750, which was enough to 
keep them trying even though their luck 
went from bad to catastrophic. However 
rapid a team's motorcycles may be, wins 
are going to be very elusive unless it has 
the services of one or two absolutely first- 
order riders—of whom there are never 
more than perhaps a half-dozen in the 
entire world. Teams may be rounded out 
with second- magnitude Stars, usually 
young talents acquiring final polish, but 
fortune favors those who come to the 
contest with a couple of genuine Super 
Stars in good working order. Suzuki has 
had its share of stellar riders under con- 
tract, but all too frequently has not had 
them available when it counted. 


Suzuki's GT750-based road racing 
bike spotted its major competitor a 
cylinder, two thousand revs and a 
dozen transfer ports—and then 
matched the best for sheer speed. 
By Gordon Jennings 





The team might have had Jody Nicholas 
on the line these past two seasons; he 
was injured into retirement. Suzuki signed 
the incredible Cal Rayborn for '74, but 
he was killed at an obscene little track 
in New Zealand before the season began. 
Barry Sheene is a supremely talented 
Suzuki Teamster, but he has spent more 
time in plaster than in his blue and white 
leathers these last 24 months. And Gary 
Nixon broke everything but his spirit while 
test-riding in Japan shortly after the '74 
Daytona race and was unable to ride until 
the final event in 1975. 

Last year's Ontario was a good one for 
Gary Nixon, who proved he could come 
hobbling back full of scar tissue and ortho- 
pedist's hardware (which may get rusty 
before he does) and run like he didn't 
know anything about pain. But last year's 
last seems to have been the last straw 
for Suzuki. Gary could have won Ontario 
for them had the mechanical demons 
struck down Kenny Roberts instead of 
him, only that's not how it was: the 
demons chose Suzuki again, and it was 
once too often. Shortly after silence once 
again settled over Indy-West, word came 
that Yamaha would not have Suzuki to 
kick around in 1976. (Kawasaki felt the 
same way and said the same things—but 
that's another story.) 


So it was all over but the grumbling. 
The AMA's records would show that Su- 
zuki entered the TR750 triple in many 
races, with little consequence to the ul- 
timate outcome. That's a fact. But it also 
is a fact that the Suzuki hot rod stayed 
very much in contention, right up to and 
including the race at Ontario, and that 
was sufficient reason for us to be very 
curious about the specifics of how they 
did it. Suzuki's riders have confirmed the 
general impression that the TR750 engine 
is the real chugger, comparatively speak- 
ing, that its exhaust note suggests. They 
tell us the engine pulls hardest at about 
8000 rpm and begins to run out of breath 
well before reaching 9000 rpm. You have 
to assume it makes very nearly the same 
horsepower as Yamaha's Four, as the 
TR750 pushes close to the same amount 
of air and shows—give or take a click—the 
same top speeds. The level of perfor- 
mance reached seems natural in the Ya- 
maha, which bests the Suzuki by one 
cylinder, a couple of thousand revs, and 
more.than a dozen transfer ports; it's 
astonishing in a tourer-based triple with 
cylinder scavenging that dates back to 
Dr. Schneurle's original patents. 

In fairness to Yamaha it must be said 
that Suzuki's engineers were not laboring 
against overwhelming odds when they set 
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In this collection of hardware mean working gas 
pressures of about 125 psi are generated, made to 
rotate shafts and gears, and emerge as a 115-horse- 


power yank at the TR750's final drive chain. 


This trio of special, magnesium-bodied Mikuni carbu- 
retors cost U. S. Suzuki a staggering $900. 





A special crankshaft, and numerous special gears: all those in the six-speed 
transmission, the primaries, and two of the four water pump drive gears. 





Only two transfer ports per cylinder, but fed from very large passages made 
possible by the angular displacement of all the cylinders' ports. 


out to make the plain-vanilla GT750 en- 
gine into a big-numbers horsepower 
pump. The triple's crankcases are sturdy, 
its crank and lower-end bearings gen- 
erously proportioned, and there's as 
much water in circulation around its cyl- 
inders as anyone could want. And though 
there are only two transfer ports in each 
cylinder, the port windows are fed by 
unusually large, well-shaped transfer 
passages. Instead of forcing the GT750 
engine's transfer passages to bang 
elbows, as they do in most in-line designs, 
the block was laid out with the exhaust 
and transfer porting in cylinders one and 
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two rotated about 35 degrees to the left. 
Cylinder three stands slightly apart from 
its fellows, to make room for the mid-crank 
power takeoff gear, and it is turned to 
the right. If you’re going to make a stocker 
into a racer, you look for something that 
delivers pretty good power in standard 
form, offers the promise of more, and is 
so strong the average rider couldn’t break 
it with a sledge hammer. Suzuki has pre- 
cisely those characteristics in the GT750 
engine. 

Knowing all the above, we were still very 
curious about specifics—though without 
much hope of having that curiosity satis- 











The TR750 engine uses thinned GT750 cylinderheads, with the same non-squish 
combustion chambers, and special head gaskets in varying thicknesses. 
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The TR750 cylinder block has been milled and rotary-filed back, front and sides 
where the casting is unnecessarily thick to remove mere ounces. 


fied. Whatever the reasons, good or 
merely reflex, factory teams do not wel- 
come the inquiring reporter into their 
garages and Suzuki always has been 
more secretive than most. They’d rarely 
let anyone past the door, and even when 
one gained admittance to the sanctum 
sanctorum questions were likely to be 
taken as impertinences. However, imper- 
tinence is the reporter’s stock-in-trade 
and when word came that Suzuki had 
retired its AMA road racing effort and the 
TR750 would run no more, we asked for 
a last, closeup look. “It's all history," we 
said, "where's the harm?" To our im- 
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CYLINDER PORTING DIMENSIONS 








PHOTOGRAPHY: BILL DELANEY, DALE BOLLER 





The exhaust port’s chordal width is no less than 
71.4-percent of the bore diameter. 





Lateral location for the connecting rod is provided 
by thrust washers on the wrist pin. 
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mense amazement the Powers That Be 
at U.S. Suzuki gave the project their 
blessing. They would bolt Pat Hennen’s 
Ontario bike together, replacing its failed 
crank, and deliver it to our door. They’d 
even provide the services of a team me- 
chanic. We couldn't ride or dyno-test the 
bike—they didn’t want to put that much 
preparation time into a museum-piece 
—but we were free to fondle and measure 
and ask questions to our very heart’s 
contentment. 

Suzuki sent us the bike, as promised, 
and team mechanic Ken Bailey, an affable 
New Zealander who was trained for 
working on aircraft and got pulled into 
motorcycle racing by the late Geoff Perry. 
Bailey professed to know little about the 
TR750 other than how its parts are sup- 
posed to fit together, and that probably 
is the role his employers envisioned for 
him. But he impressed us as being the 
kind of man who puts a lot into his job 
rather than merely making the appropriate 
motions, who has experience and has 
learned from it (by no means the same 
thing), and who knows enough to be can- 
did in admitting it when he doesn't have 
the answer to a question. Much of what 
we learned about the TR750, especially 
as regards its chassis, was information 
provided by Ken Bailey. 

Our own scales furnished the first bit 











of interesting intelligence about the 
Suzuki TR750: its dry weight is 326 
pounds—only four pounds more than that 
of the TZ750A we had for a similar study 
two years ago. Add oil, water and fuel 
and you've got a starting-line weight right 
at 375 pounds. That's very light, consid- 
ering thata GT750 tourer has a wet weight 
of 556 pounds—and it starts one looking 
for a startling 180 pounds worth of dif- 
ference. It can't all be in the fact that the 
race version doesn't have lights, battery 
or horn. 

Some of the weight difference is in the 
TR750's front brake assembly. It has the 
dual-disc, twin caliper layout of the 
GT750, but that's where the similarity 
stops. For one thing, the GT750 uses 
floating calipers and fixed discs, and that 
order is reversed on the racing machine. 
The TR750 calipers are of the dual-piston 
type, visually similar to the British Lock- 
heed calipers used on some Triumphs. 
The discs are two-piece affairs, each 
comprising an eight-point dished hub that 
appears to have been machined from an 
aluminum blank; and the disc proper— 
which is aluminum with a plasma-applied 
hard coating on its rubbed surfaces. Early 
versions of this brake had hub and disc 
solidly together, but it was found that 
heat-produced distortion made the disc 
wobble, the wobble would drive the actu- 
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ating pistons back into the caliper, and 
the riders would find themselves having 
to pump away the slack by working the 
lever before the bike would actually begin 
to slow at the desired rate. Attempts to 
prevent disc distortion failed, so they at- 
tached the disc to the hub with large- 
diameter shouldered bolts, which serve 
as drive dogs engaging with half-circle 
cutouts in disc and hub. In that manner, 
even though the disc wobbles, the lateral 
movement can be accommodated away 
from the calipers; the disc runs true as 
it passes through the pads. 

Ken Bailey told us, “Racing riders can't 
get enough front brake as long as the 
brake doesn't get grabby." This was the 
reason for using fairly soft, high-friction 
Mintex pads. Ken said the pads furnished 
with the original TR750s were extremely 
durable, but all the riders wanted more 
powerful braking ‘even at the risk of fin- 
ishing the pads before they finished a 


SUZUKI TR750 


ENGINE 


race, as once happened to Cliff Carr at 
Laguna Seca. But the rear brake is an- 
other matter, as Bailey explained: 

"| use the harder pads on the rear 
brake, and cut them narrower, because 
they're too powerful for most of the guys. 
David Aldana doesn't care—he wants to 
lock up the rear wheel and go in sideways 
anyway—but riders who use more finesse 
don't like much rear brake. | started cut- 
ting the rear brake pads for Geoff Perry 
because after he crashed in Singapore 
he had a steel pin in his foot, and his 
foot was very insensitive. He kept locking 
it up and going all over the place. For 
him | cut until there were almost no pads 
left—just a couple of thin strips." 

Oddly, the TR750 did not have an alu- 
minum rear disc; the rear rotor was in 
cast iron, with cast-in cooling/lightening 
vents leading from hub to rim. The rear 
brake disc is bolted solidly to the Morris 
cast-magnesium wheel, but the drive 


Two-stroke, piston-port, triple 


Bore and stroke 
Piston displacement 
Compression ratio 
Lubrication 
Ignition 
Spark Plugs 
Port Timings: 


70mm x 64mm 


6.76:1 (variable) 


Fuel/oil premix, 20:1 (Shell Super M) 
Suzuki P.E.I. (Pointless Electronic Ignition) 
Champion N57G or N82G 


Weight, dry 


Oil capacity (trans.) 


opens/closes 90° below top dead center, 


Transfers .... 
Exhaust .... 


Carburetion 
Jetting: 
Main jet 
Needle jet 
Jet needle 


180? duration 


open/close 112? below top dead center, 


136? duration 


opens/closes 80? below top dead center, 


200? duration 
3; Mikuni VM38SC 


1% turns out 


112-115 @ 8200 (estimated) 


DRIVE TRAIN 


Straight-cut spur gears 


Transmission 


Multi-plate, dry 


Six-speed, constant-mesh 


sprocket on the opposite side of the wheel 
transfers power via a rubber-bushed 
cushion-type hub. The drive cushion is 
provided to protect the chain (Denselube, 
which Ken says “gets dry and rattles, but 
lasts"), and the bikes came from Japan 
with a roller-type chain tensioner pivoted 
fromthe leftswing arm member. The bikes 
also came with wire wheels, and when 
the switch was made to Morris mags they 
found a clearance problem between ten- 
sioner and rim. The tensioners ultimately 
were discarded, without any unpleasant 
consequences to the chain. 

About the wheels Ken says, “The riders 
really like them. The cast wheels are more 
rigid, so they feel the bumps a little more, 
but they really like the way the handling 
is steadied." He adds that although the 
TR750 has, wide rims by present stan- 
dards (2.5 and 3.5 inches front and rear, 
respectively) he thinks the motorcycle 

(Continued on page 90) 


Morris cast-magnesium, 
2.5 x 18 front; 3.5 x 18 rear 


Dunlop 3.25 x 18 front; 3.50 x 18 rear 


Fork and shocks by Kayaba 
(per Suzuki specifications) 
Dual-piston calipers, 

twin-disc front; single-disc rear 


WEIGHTS & CAPACITIES 
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Internal ratios (overall, with 17/41 Ontario sprockets) 
(1) 2.19:1 (8.30:1) (2) 1.63:1 (6.19:1) (3) 1.33:1 (5.06:1) 
(4) 1.15:1 (4.38:1) (5) 1.04:1 (3.94:1) (6) 0.96:1 (3.65:1) 
CHASSIS 
Wheelbase 
Rake/Trail 


Cradle-type, in chromium-molybdenum 
steel tubing 





RPMx1000 
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Weathersealed to 

protect contents : s Holds wo helmets 
Nah OR Ue nee rom gosi and ain Easily fits nearly plus other things. . 
and chrome lid stays. all luggage racks. 


Two-inch-thick 
Backrest Pad. 


Interior finished 
Custom Mounts are in black flocking. 
available for most 
touring bikes. 


E King Size Bag holds 
“Star-type” helmet— 
plus more. 


Stainless steel 
5-pin cam locks. 





ality construction . . three important things to look for when 
. choos g Saddlebags or Tote Boxes. Bates has them all in these 
' beautiful, hand-polished fiberglass accessories. Also, your 
choice of colors, striping and Guard Rails. For future fun and 
enjoyment from touring, why not go first class with Bates today? 


€50909099000000020000000000090000000002000000000009090009000000009000000 


Make and model of cycle 
For Custom Color, give official cycle color 
Fiberglass Saddlebags O Black D White O Custom Color $25.00 ex. .. $ 
OKing Size with Rear Refl-$119.50 (With 12v Light—$129.50 . . 
Striping—$15.00 pr. OBlack OWhite OGold................... à 
OBag Mounts—$22.95 O Bag Guards shown on Bag—$24.95 . . 
Fiberglass Tote Box C Black O White O Custom Color $15.00 ex. .... 
O Standard Size—$79.50 O King Size—$89.50 ................. 
O Custom Trim Rails (shown on Tote Box)—$9.95 pr. .......... 
Striping—$10.00 OBlack BG White OGold...................... 
Plus shipping and insurance (1096 or $10.00, whichever is less) ....... 
Total Amount Due CD Check O Money Order enclosed for ............. $ 
Send order to Accessory House, Box 1770-CB, Long Beach, Calif. 90801 


and include your complete name, address and telephone number. 
O $2.00—Rush me all the full-color Bates Accessories and Leathers Catalogs. 
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After a terrific crash 
on Day Two, Carl taped 


“his face and continued. € ; 


Most people would have 
checked into a hospital, but 
the word quit isn’t listed in 
the Six Day dictionary. 
By Dale Boller 
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first: Hain: ‘five ‘years is 


D asilo 100, con aid 175: West ea: 


Zundapps ‘darted over the. "sie “of Man. with 
dull team precision; America finished fourth... 

“For most people; ‘the results say-as much 
about the ISDT-as three thousand words: dis: 
cussing bonus points, course marks, special: 
tests and other seldom-understood subtleties 
of the event. So instead of the traditional “race 
report’ (who-passed-who on what lap), with 
long asides to explain scoring, Cycle decided 
to get Carl Cranke’s impressions of the Trial. 
You-won't leam every detail about the Six Day 
but you will meet one of its fiercest competitors 
and read some amusing tales about the ISDT 
and the IHDT (Intemational Half Day Trials), 
which are the wheelie-filled trail rides Carl takes 
‘near his home in Placerville, Calif. 

Cranke won his fourth straight Gold Medal 
this year at the Isle of Man, where he rode 
as a U.S. Trophy Team member. Ten days 
later he won the 125 class in the Baja 1000. 
His home is located one hour east of Sacra- 
mento in the heart of Califomia's Gold Rush 
country. Carl's old wooden house has all the 
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~ the US. Trophy Team, which rides Penton’ 
‘is somehow employed by Penton, either at the 


R.& D Department in Lorain, Ohio, or by ~ 


HiPoint: Cranke does specialized service work, 
“pushes parts, develops accessories and is Pen- 
ton’s liaison to the West Coast:moto-mags. 
Thad dealt with Carl professionally—securing 

test bikes, technical information, etc., but talking 
and riding with him for two days was a personal 
treat. He was bom with three talents that help 
make him America’s most versatile off-road star: 
(1) a natural aptitude for riding. backed. by 

balance, coordination, quick reactions; sharp 

eyesight; (2) natural physical: stamina—he 

doesn't have to do a lot of running ox push-ups 
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^" wasn't: bom with What he- knows- "And. le. 
© doesn't go as fast as he does. with: natural talent. 

alone. Carl works hard at his; nding and jus. 

as hard at keeping his head in tune. His:wholé ~ 


1975 Isle of Ma SDT 
Trophy. 


West í Germany aes 


year revolves around the Six-Day Trial: and. | p, 


“Penton motorcycles. He has won motocross 
races, enduros, -desert races, TTs, flat-tracks, : 


Baja and Grands Prix He has tuned for Brad 


Lackey and himself, yet his main goal is still - 


“improvement.” 

On the day I arrived with my tape recorder, 
his Isle of Man Penton also arrived—a collection 
of battered parts in a cardboard ‘shipping box. 
We were going to replace the fork tubes, which 
had been bent at the Six Days, and go riding 
the next day. - 





J. Wolfgruber on a 100cc Zundapp was on 
the West German team which won the Trial. 
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City streets abd the 


wrong side of the road ': 


the Isle of Man Trial. 
Part ófsthe famous 


* special test'which Not 
Carl (Cranke ‘is, leading. = 
‘Zdenek Céspiva. is Noy 


Cycle: I thought the ISDT destroyed motor- 
cycles. Are you sure this thing will make it to- 
morrow? 

Cranke: It ought to start right up. It’s only six 
days old. 

Cycle: Didn't it seize during the road-race spe- 
cial-test on the last day? The papers said you 
were clocked at 102 mph and were dicing with 
Cespiva for the lead when it seized. 

Cranke: There was a lot of publicity on that 
road race. Sections of it were part of the TT 
course. They call it the Parkfield circuit. It's 
only about 34% to 4 miles long—right through 
the city streets—and they race cars on it. 
Cycle: That's where you clocked 102? 
Cranke: Yeah. What we did was go past the 
grandstands on the straight about 7 or 8 tenths 
of a mile and then made some tums into a 
series of esses, which are tighter than they look 
on the map. Then an uphill tums and intersects 
a street with another sharp tum and all this 
is in the middle of Douglas, in the middle of 
town on pavement with knobby tires. We had 
to do three laps and they started each class 
in a gang. 

Cycle: Did you get a front row start? 

Cranke: Yep. My bike had power on the Jawas 
and I led till the middle of the last lap. It seized 





starting into a comer and | had to slide past 
the tum with the clutch in and the brake on. 
In front of me was a big mountain of dirt and 
I was still going pretty fast, but I popped the 
clutch and it bump started so I just powered 
over the dirt and did a big jump back onto 
the course. 
Cycle: People who didn’t know the engine 
seized thought you did the jump on purpose. 
Cranke: No way. I lost two positions—two 
Czech guys passed me—and I only had a few 
comers left to get them back so I went nuts. 
The engine was pinging and I went crazy at 
Govemor's Bridge to pass the first one and 
then I could see Cespiva on the straightaway 
ahead of me. That's when I went 102. I was 
gaining ground so I didn't even put the choke 
on when it started pinging. I almost passed 
him at the finish line by half-a-foot just as it 
locked up absolutely solid. 
Cyde: The crowd must have loved that finish. 
Cranke: Not as much as me. 
Cycle: So you think it’s going to be OK to 
ride tomorrow? 
Cranke: Oh yeah. After it cooled I bounced 
on it and it started again. I rode it back to 
camp and it started after I washed it too. 
Cyde: Why do you suppose it seized after six 
CYCLE 


days of running fine? 

Cranke: Because it just got run too hard. The 
jetting wasn't set for that and I didn't use the 
choke enough. 

Cycle: Pavement special tests have been crit- 
icized in the past for being unsafe—especially 
with knobbies. Do you think it was dangerous? 
Cranke: Oh yes. It is extremely dangerous. It’s 
crazy. I was scared to death. | watched the 
250s go by and it blew me away. I was just 
scared to death. 

Cycle: Did your tires slip at all? 

Cranke: Oh yeah. Bad, too. I don’t mean just 
a little slip. There were some comers like the 
Governor's comer where you drag the footpeg 
sometimes. It’s just like riding on a % mile 
dirt track. You come into the corners with the 
power on and put it sideways. I'd just touch 
the brake and cross it up, like on dirt. 

Cycle: Was anyone else doing that? 

Cranke: I don't know. They were in back of 
me. Jackie (Penton) told me that the rear tire 
would slip but not to worry about it; just let 
it slip. After a couple of comers I saw what 
he meant. When you leaned over at 85-90 
mph while it was pulling in sixth gear any little 
comer or an ess would make the tire go. 
Cyde: Your front wheel held? 
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Cranke: The front wheel would stick because 
you would lay down on it. It would drift just 
like you were on ice. 

Cyde: Did you practice any of this fast stuff 
on the pavement sections during the regular 
part of the Trial? 

Cranke: No. I rode the road real conservative. 
I'm scared of highways. 

Cycle: Do you ride a street bike at all? 
Cranke: No. I don't even have a license to 
ride a street bike. 

Cycle: At the end of your road race, a group 
of Czechs were overheard calling you “Crazy 
Krongkay.” 

Cranke: Well, I can’t pronounce Zdenek Ce- 
spiva, either, but he sure is fast. 


The first mechanical chore I saw Carl do 
showed a shocking directness. His friend Gary, 
whom everyone calls “Honda,” and I were 
struggling to remove the bent Ceriani fork tubes 
from their taper fit in the triple crown of Carl's 
Isle of Man bike. We were pulling, twisting and 
tapping with a mallet when Carl stepped over 
and asked what was wrong. 

“Is stuck," said Honda. 

“Sometimes they get that way,” said Carl, 

(Continued on page 95) 


The Ossa-mounted U.S. Vase Team makes 
final adjustments in a makeshift pit area. 


Carl Cranke 
Talks bout 
The ISDT 





® Motorcycling has its legends, and the 
Rickman Brothers belong in the official 
storybook of the sport. But no long recita- 
tion of their projects, past and glorified, 
will be made here. Suffice it to say that 
the Brothers Rickman have been frame- 
makers par excellence to the sport, and 
their efforts in the past decade have been 
wide-ranging: scrambles, motocross, 
road racing, enduro and roadster frames. 
Readers genuinely interested in the 
greening of Don and Derek Rickman 
should consult almost any previous road- 
test of Rickman products, wherein the 
usual litany will have been chanted. 

Today the Rickman Brothers are signif- 
icant because they are survivors in the 
debacle generally known as the British 
motorcycle industry. The Rickman opera- 
tion may well define the future shape of 
the British two-wheeled industry: small 
manufacturers of special rolling chassis 
for Japanese engines. Many students and 
observers of the British scene now believe 
it's no longer possible to mass-produce a 
modern motorcycle engine in England, so 
British builders must logically stake their 
future on Japanese engines. 


Some time ago the Rickman Brothers 
sensed the natural logic in an Anglo- 
Japanese alliance, and consequently 
keyed their future to Japanese engines. 
Here in the United States, the Rickman 
Brothers coupled up nicely with The Vet- 
ter Fairing Company, which became the 
American Rickman distributor. Vetter, the 
Windjammer company, had a first-rate 
reputation, a broad dealer network and 
strong resources—all outside the official 
British motorcycle establishment in 
America. In a very fundamental way, the 
Rickman Kawasaki Z-1 and Rickman 
Honda 750 Cafe Racers are much more 
than a couple of British specials. The 
motorcycles represent the future tense of 
the British motorcycle industry. 

Calling the Rickman Honda a cafe racer 
shortchanges the bike by suggesting a 
very limited motorcycle. The Rickman 
Honda has been optioned right out of the 
coffee-house-cowboy class, and is a 
much better motorcycle for its departure. 
Deleted fairing, high handlebars, relo- 
cated foot controls and the Dual Seat 
Option (which includes a two-up saddle 
and alternate gas tank) effectively con- 


verts the Honda into a sports roadster 
with some real utility. 

For those who insist upon style rather 
than function, the Rickman Honda can 
be bought in pure, cafe-racer form. In 
fact, it must be bought that way and then 
optioned into more normal roadster trim. 
As cafe racer, the Honda's appearance 
would follow the Rickman Kawasaki Z-1's 
rigging, complete with fairing, slender 
tank, solo seat, rear sets and low clip-on 
bars. The undiluted Rickman Cafe Racer 
is a lovely piece of hardware. The soft, 
flowing shapes are carefully proportioned 
















and coordinated to one another, and give 
the Rickman an easy, handsome grace. 
The Rickman’s appeal does not lie 
wholly in the purity of its lines. The frame 
and swing arm are constructed of Reyn- 
olds 531 manganese molybdenum steel 
which is far stronger material (in its resis- 
tance to permanent bending) than the 
run-of-the-mill mild steel which is univer- 
sally employed in frame construction. 
Rickman's choice of materials—and the 
use of thick-wall frame members—would 
be meaningless unless the tubing was 
assembled into a structure that provided 





a strong bridge between the steering 
head and the swing-arm pivot. The butt- 
end of every joining member is profiled 
to fit, and then the joints are formed with 
a special low-melting-point, high-strength 
bronze. This process leaves allthe brazed 
joints with very neat fillets. 

The Rickman swing arm has no con- 
ventional chain adjusters. The aft end of 
the swing arm holds the rear axle in a 
single, rigid position, absolutely parallel to 
the swing-arm pin. Chain adjustment is 
made at the swing-arm pivot. To alter the 
chain tension, one installs a different pair 
of positioning discs which have eccentric 
holes to locate the pivot bolt. The Rick- 
man kit comes with a box of paired posi- 
tioning discs. 

The swing arm holds Rickman’s own 
hub which has no cush-drive. The hub 
laces to a Borrani WM3 alloy rim that 
mounts a 4.25/85 x 18 Dunlop TT-100 
tire. The rear disc system is comprised 
of a 10-inch disc, Lockheed caliper and 
an alloy caliper-carrier. A pair of Girling 
shocks regulate rear wheel action. 

Up front the new Rickman Betor fork 
keeps the front wheel in control. Rickman 


f 
e... 


has switched from its own fork (with 41mm 
tubes, as fitted to Cycle's test Rickman 
Z-1) to a Betor-built item (39mm tubes) 
so that twin dual-actuating calipers can 
be used in the future without spreading 
the fork legs too far apart. Betor builds 
the fork to Rickman specifications, and 
a dual disc system is in the project pipe- 
line right now. Meanwhile, the single front 
disc has been sized up one inch—it's now 
11 inches in diameter. The disc bolts to 
the Rickman front hub; a 4.10 x 18 Dunlop 
tire covers the WM2 Borrani alloy rim. 
The fiberglass work, with the possible 
exception of selected German and Amer- 
ican components, is the best you can buy. 
The colors (orange for Honda; lime green 
for Kawasaki) are impregnated in the jell 
coat. Should you surface-scratch the fi- 
berglass, some judicious sanding and 
polishing will restore the finish. The owner 
won't entirely escape the paint business 
since he must re-do his own side covers 
to harmonize with the Rickman colors. 
The cosmetics aren't perfect. The 
decals (Rickman logo and stripping) loos- 
en and lift; the transfers lose their adhe- 
sion under normal wear and tear, expo- 





sure to gasoline, the great outdoors and 
high-pressure washing. 

The most disappointing lapse in quality 
control appeared on the Rickman Honda. 
The nickel-plating flaked off of a couple 
of frame tubes; alas, these members were 
open to view and easily noticed. Ap- 
parently the surface had been inade- 
quately prepared before plating, and 
these areas gradually developed some- 
thing which looked like a skin disease. 
Since no remedial steps except replating 
exist, the gravity of this peeling should 
be obvious. A painted frame can always 
be touched up; plated metal forces you 
back to Step One. 

The observant customer will not find 
himself driven back to that Step-One po- 
sition. Since the Rickman is a kit bike that 
the customer assembles, he can inspect 
his kit before buying, or negotiate refusal 
rights in case of a special order. While 
a few Rickman enthusiasts might buy on 
spontaneous passion, as a rule special- 
frame buyers are likely to be icy stick- 
lers for perfection, instantly offended by 
splotchy plating. 

To construct a Rickman Honda road- 
ster, one should begin with the basic 
Rickman CR kit and K-series 750 Honda. 
The test bike, as supplied by The Vetter 
Fairing Company, had a Honda CB-750F 
Super Sport engine. The late model pow- 
erplant was a natural pick; the Super 
Sport unit has an eight-horsepower edge 
on the K-model. But the Rickman running 
gear was designed before the introduc- 
tion of the Honda Super Sport. For that 
reason there are several items from the 
F-bike which are not compatible with the 
Rickman kit: oil tank, exhaust system, 
battery box, gauge/ignition switch mod- 
ule, handlebar switches and wiring har- 
ness. Larry Coolidge, the Rickman Tech- 
nical Specialist at The Vetter Company, 
pulled these parts off a Honda CB-750 
K4 roadster, except the exhaust system 
which is a standard Bassani four-into-one. 
Although the tucked-under system rules 
out the center stand, the Bassani won’t 
ground—and it is acceptably quiet. 

For the time being, the paying customer 
who wants a Rickman two-up roadster will 
probably have more Rickman parts than 
he really wants. The first $1735 buys the 
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Soft molding on the fairing eliminates sharp fiberglass edges which can nick 
the rider. Shift linkage uses small heim joints at both ends. 


Cafe Racer; $1987 is the tag for the Cafe 
Racer plus the Dual Seat option. But 
you’re not finished yet: you still need a 
fork crown to which normal bars can be 
attached ($68.98); or a handlebar-clamp 
adapter kit, which requires that you drill 
and tap four holes but costs only $12.60; 
handlebars. ($13.95); headlight arms 
($9.00 ea.); hardware to relocate the pegs 
($86.98); and (if you want it) the Bassani 
exhaust system ($160.00). 

While you may be able to bolt the bike 
together with standard tools without 
hacking, sawing, welding and other jig- 
gery-pokery, you'll be in the used motor- 
cycle parts business for a time. You'll 
have left-over Rickman parts (rearsets, 
clip-ons, fairing, solo tank and seat) and 
extra Honda parts. 

There are at least three ways to do the 
Rickman project, and all of them require 
horse-trader instincts unless you’re pre- 
pared to own a very expensive Rickman. 
1) Buy a wrecked CB-750 K-model (or 
maybe you’ve wrecked your own) and sell 
the left-over parts to a salvage yard. 2) 
Buy only the Honda parts you need at a 
salvage yard. 3) Cut a very detailed deal 
with a motorcycle agency which will order 
the kit, sell you a new or used Honda 750, 
and buy back all unwanted/unneeded 
parts for their inventory. An expert trader 
could put himself on the Rickman Honda 
two-up roadster for under $3000... and 
have a clean garage. On the other hand, 
the inexperienced builder could spend 
more than $4000 on his Rickman project 
and still have a garageful of “brand new 
but extra" Honda and Rickman parts. No 
matter how you deal, the Rickman Honda 
will probably cost a thousand dollars more 
than a new Honda 750 Super Sport. 

What does the extra thousand dollars 
really buy? First, the premium buys indi- 
viduality: if it's important, you'll probably 
have the only Rickman on your block, or 
for blocks around. Second, though some 
might quarrel with the proposition, the 
Rickman bikes are more handsome mo- 
torcycles than their standard counter- 
parts. Third, the Rickman derivatives are 
lighter than the originals. At 475 pounds, 
the Rickman Honda is fully 63 pounds 
lighter than Honda's Super Sport. The 
Rickman Kawasaki weighs 479 pounds, 
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Bassani's Kawasaki pipe saves weight but it still 
touches down, though less so than stock Z-1 pipes. 





The Z-1 engine (about 22 inches wide) hangs out on the left side. Mounted lower 
than stock, engine presents a clearance problem for whip-it-on riders. 


CYCLE 





and that’s 65 pounds under the Z-1. 
These differences are somewhat exag- 
gerated because Cycle’s test bikes had 
collector exhausts which are substantially 
lighter than the stock systems. Never- 
theless, the Rickman bikes are lighter, 
and fewer pounds translate into more 
on-the-road performance. Finally, the 
Rickman hypenates generally handle 
better than the Japanese originals; at 
highly illegal sports-cornering speeds 
(60-90mph), the Rickmans transmit a 
stronger sense of security to their riders. 

The Rickman Honda has a reasonably 
civilized seating position, although initially 
the bars seem a little too wide and far 
forward. The footpegs are a bit far back 
for long-legged six-footers; it’s just too 
easy to hang your left foot on the peg 
by the heel. This toe-down attitude comes 
to an abrupt end in the first quick left 
hander—your toe is almost rolled under 
the foot rest. 

The tank, or more properly the tank 
cover, is fairly wide and angles your legs 
out. Under the shroud, the real steel tank 
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Hole in footpeg hard ware permits access to pivot pin for chain adjustment. 





(British law demands it), a slab-sided 
monster, holds 4.1 gallons. Since the 
Honda engine returned 44 mpg, running 
145 miles before tapping reserve was 
possible. 

The dual saddle, though firm, is none- 
theless comfortable. The rub comes with 
the harsh suspension, which will rattle 
your eyeballs loose and encourage fre- 
quent stops. Gradually the Honda’s Rick- 
man-Betor front fork improved, becoming 
less jolting and more compliant. The Girl- 
ing shocks remained harsh. 

Precise is the single word which de- 
scribes the Rickman Honda’s steering. 
The bike responds precisely to steering 
inputs, and it’s accurate to the inch on 
your intended line. A real sense of stability 
accompanies this cross-hair accuracy. 
The Rickman Honda never feels uncertain 
or unreadable in a corner. This does not 
mean the handling is flawless. With the 
shock springs set in their lowest pre-load 
positions, the Rickman Honda would de- 
velop a handlebar oscillation through 
bumpy corners. Cranking up the preload 





On the Rickman two-seater the large cap opens the 
steel gas tank under the fiberglass cover. Three 
screws (one at rear, two at filler cap) attach the shroud 
to the gas tank. The steel tank holds 4.1 gallons. 





relieved the problem below 60-70 mph, 
and moved the oscillation behavior up into 
the seventies and eighties. It should be 
pointed out that the handlebar oscillation 
does not intensify into a loose, hinged- 
in-the-middle wobble, and the handlebar 
waving isn’t particularly frightening. Cycle 
rated Honda’s new Super Sport (tested 
in May 1975) as the best handling Japa- 
nese 750 sports bike around, and the 
Rickman is still a cut above the Honda 
CB-750F. 

A rider can provoke a suspension os- 
cillation in the standard Honda F-bike with 
clumsy throttle work in a smooth corner. 
The Honda engine/transmission unit has 
a great amount of lash in the drivetrain, 
especially in the first three gears. The 
rider should feed the power on and roll it 
off smoothly. Aboard a standard Honda, 
you don’t want to blitz into a corner, get 
heeled over, suddenly chop the throttle, 
and then hit it again. This riding tactic 
(or lack of it) and the old Honda wind- 
up/reel-out drivetrain slop can put a stock 
750 Honda into a suspension wobble. The 





Center stand can’t be used with collector. Oil cap can foul a passenger's leg. 


Rickman Honda, probably thanks to its 
stiff suspension, resists this kind of rider- 
induced galloping—despite the fact that 
the Rickman has far more lash between 
the engine shaft and the rear wheel. All 
the Honda’s normal driveline sloppiness 
is aggravated by the Rickman’s lack of 
any rear drive-cushion assembly. The 
consequent lurching and yanking be- 
comes unpleasant, at least until you learn 
to meter the power smoothly. 

Rickman’s version of the Honda (with 
the Bassani pipe) has more cornering 
clearance and better tires than the Honda 
Super Sport. Grounding isn’t a big prob- 
lem: on the left side the shift lever touches 
first; on the right the footpeg will eventu- 
ally make contact. But you can feather 
the TT-100 rear tire. right down to its 
edges, and you'll feel the tire crawling 
before anything kisses the pavement. 

The 11-inch front brake has a reassur- 
ing, progressive feel; certainly it’s suf- 
ficient to retard the 475-pound, 120-mph 
street bike. The Lockheed rear brake is 
powerful, but the short tie-rod from the 
master cylinder leaves the brake lever 
positioned too high, so the rider gets too 
much rear-brake action too easily. 

As a sports bike, the Rickman Honda 
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succeeds very well. Like Honda’s own 
Super Sport, the Rickman version has 
very limited touring capabilities. On its 
sporting merits (cost aside), the Rickman 
Honda is a better piece than the CB-750F. 
The Rickman Honda is also a better 
road-going motorcycle than the Rickman 
Kawasaki Cafe Racer. 

The Rickman Kawasaki is an extraor- 
dinarily uncomfortable motorcycle. The 
low bars, rearsets and hard saddle will 
put a normal-size American in misery after 
75 miles. The clip-ons are very low relative 
to the seat. Not only is the rider in an 
uncomfortable stretch, he has the feeling 
he’s going downhill—and putting an 
enormous amount of his weight on the 
front wheel through his hands. The foot- 
pegs are high too; with only 16 inches 
of vertical distance between the pegs and 
the saddle, the rider’s legs must fold back 
tightly to fit. The riding position, such as 
it is, seems scaled to very supple human 
bodies under five-nine. Not one Cycle 
editor fit the full-tilt Rickman Cafe Racer. 

You shouldn't buy the clip-on version 
of the Rickman without trying the riding 
position. Before you spring, you should 
be convinced that your body fits into the 
CR scheme of things, or that you can 
modify the riding position to suit your 
physical dimensions. 

Because the Rickman Kawasaki is a 
rolling torture rack for six-footers, it’s 
difficult to ride the machine really hard. 


The bike is very stable in cornering 
modes, but it also responds quickly to 
rider inputs. Six-footers are literally 
wedged on the bike; and when the stiff 
suspension hits a bump, the shock pro- 
ceeds through rider’s body and into the 
handlebars, whereupon the Rickman re- 
acts by altering its line in the corner. 
If you’re a full-sized American, there’s no 
easy way to keep yourself from transmit- 
ting these unwanted inputs back into the 
motorcycle. Small, agile riders might not 
have this problem, but big ones do. 

Riders who really enjoy blazing down 
the road should know a couple more 
things about the Rickman Kawasaki. You 
should mount a four-into-one exhaust 
system which will give more ground 
clearance than the stock Kawasaki pipes. 
Our test bike had a Bassani prototype 
collector, which allowed greater lean 
angles than stock Z-1 pipes and mufflers. 
Nevertheless, on bumpy, tight or off- 
camber mountain roads the Bassani pipe 
would ground. The Rickman chassis car- 
ries the Kawasaki engine five-eighths of 
an inch lower to the ground than the 
standard Z-1 frame. Since determined 
riders (on good tires) can ground the 
left-side dyno cover on a stock Z-1, ex- 
actly the same thing can happen with the 
Rickman. In fact, California mountain- 
road riders who already have Rickman 
Z-1s put ground clearance at the top of 
their complaint list. 


Cycle’s preferences should be clear. 
We like the Rickman Honda with its Dual 
Seat Option much better than the. Rick- 
man Kawasaki.. The Honda had more 
ground clearance and offered far more 
comfort. And the Honda could be ridden 
harder with considerably less effort. You 
can buy the Dual Seat Option for the 
Rickman Kawasaki; and were it our money. 
on the counter, we’d have the Kawasaki 
no other way. Depending upon how hard 
you scratch on the public roads, you still 
may encounter a clearance problem with 
the Kawasaki dyno cover, and you should 
be prepared to cope with this problem. 

By reputation, England has long been 
the place where good handling motorcy- 
cles have been built. For the most part 
those good British earholers were light 
motorcycles which had modest horse- 
power—good starting points for fine 
curve-benders. But the future British mo- 
torcycle industry must deal with ever- 
increasing horsepower. A Kawasaki 903 
in perfect fettle is wide, heavy and 
80-horsepower strong—exactly the char- 
acteristics which sabotage championship 
handling. Whatever the problems, tomor- 
row’s British motorcycle industry will be 
bound to one-liter Japanese monster- 
motors. The British must make the horse- 
power giants handle, do it before the 
Japanese, and do it better. It’s the only 
way the British will survive. And that, be 
sure, the Rickman Brothers know. © 


KAWASAKI Z-1/HONDA CB-750 RICKMAN CAFE RACER KITS 


Price, suggested retail 
Tire, front 


Brake, front 


Cafe Racer $1735; with Dual 
Seat Option $1987; see text for other equipment 
4.10 x 18 Dunlop TT-100 
4.25/85 x 18 Dunlop TT-100 
Honda: 11 x 1.5 in. x 2 
(280mm x 38mm x 2) 


Wheelbase 
Rake/Trail 


Seat height 
Ground clearance 


Kawasaki: 10 x 1.5 in. x 2 


Honda/Kawasaki: 56.5 in. (143.5 cm) 


Honda: 29°/4.5 in. 

Kawasaki: 28?/4.0 in. 
Honda/Kawasaki: 32 in. (81.3 cm) 
- Honda: 4.75 in. (12 cm) 
with Bassani exhaust 

Kawasaki: 3.75 in. (9.5 cm) 

with Bassani exhaust 
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(254mm x 38mm x 2) 

Honda/Kawasaki: 10 x 1.5 in. x 2 

(254mm x 38mm x 2) 

Honda: 169.5 sq. in. (1093 sq. cm) 

Kawasaki: 160 sq. in. (1032 sq. cm) 

Specific brake loading Honda: 3.8 Ibs./sq. in. 
at test weight 

Kawasaki: 4.0 Ibs./sq. in. at test weight 
Honda: 4.1 gal. (15.5 liters) 

Kawasaki: 4.8 gal. (18.2 liters) 


Fuel capacity 


Honda: 475 Ibs. (215 kg) 
Kawasaki: 479 Ibs. (217 kg) 
Honda: 640 Ibs. (290 kg) 
Kawasaki: 644 Ibs. (292 kg) 
Standing start '4-mile....Honda: 13.94 sec.; 92.87 mph 
Kawasaki: 12.24 sec.; 108.17 mph 

Average fuel consumption Honda: 44 mpg 
Kawasaki: 42 mpg 


Curb weight 


Test weight 
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€ The Great Gas Hope of Motorcycling 
has long since fallen in America. During 
those hornswoggling days of the Energy 
Crisis, some motorcycle marketeers 
peered into their crystal balls and saw 
millions of Americans humming off to work 
on their 75-mile-per-gallon tiddlers. As 
events would demonstrate, those sooth- 
sayers had seen nothing more significant 
than reflected hopes; later the cups and 
warehouses of all the prophets ran over 
with little commuter bikes. Though the 
price of gasoline rose to sixty-cents- 
and-beyond, in the long run Yankees 
remained faithful to four-wheelers. When 
75-mpg economy threatened bodily com- 
fort, Americans didn't give a hoot about 
economy. And they weren't getting 75 
mpg anyway. 

The mileage economy of most small 
motorcycles is illusionary. True, the 
Honda 125 four-stroke will record 68 miles 
per gallon. But tea-cup two-stroke en- 
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gines have voracious appetites; indeed, 
the Yamaha 60 and Kawasaki 90 produce 
mileage figures in the mid-forties. Such 
numbers result from running these en- 
gines wide-freaking-open in order to pro- 
duce reasonable speeds in city and sub- 
urban traffic. That sort of mileage is hardly 
sensational—your average shepherd can 
put a Kawasaki Z-1 or Suzuki GT-550 or 
Honda Civic car into the forties. So much 
for the snappy patter about gas mileage. 

Those Little Monsters of the Energy 
Crisis (Suzuki 50, Yamaha 60, Kawasaki 
90 and the Honda 125) which Cycle tested 
in May, 1974, have either grown up or 
dropped out. The Suzuki 50 has gone, 
and the Kawasaki 90 has grown some 
more engine. Yamaha replaced their 60cc 
single with the much improved RS-100, 
and Honda re-engineered their 125, trying 
to scare up enough horsepower to give 
the bike some sporting pretentions. Per- 
formance is now spoken in Tiddler Corner, 
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and thus the Miser-Mice of 1974 have 
become the Sporting Jerboas of 1976. 

Honda’s newest street 125 has more 
horsepower, and less, then its forerun- 
ners. Only at 9000 rpm-and-beyond does 
the S3 show more power on a dynomom- 
eter than the S1 tested in Cycle, May 
1974. At 9000 rpm the difference is one- 
third horsepower, and that margin nearly 
doubles at 9500 rpm and 10,000 rpm. The 
S3 is more than a half-horsepower 
stronger at 10,500 rpm than the S1. 
Though it's fading at the 11,000 mark, the 
S3 still produces 9.71 horsepower there, 
and then sags to 8.09 at 11,500. But the 
old S1 was stronger below 9000 rpm; for 
example, the 1974 version had a .8- 
horsepower advantage at 6500 rpm. 
Honda has just concentrated the S3's 
power at the top of the rev-range—where 
a small bike engine operates most of the 
time anyway. Other factors may also help 
to account for the diminished return in 
the mid-rpm band: the super-quiet muffler 
and the new atomizer baffle in the intake 
tract of the cylinder head. 

To shift the power curve Honda re- 
worked the 125 engine considerably. It's 


cross-sectional area than the upper pas- 
sage. With the throttle slide opened to 
60 or 70 per cent of its travel, the fuel/air 
mix flows only through the lower passage, 
and at greater velocity (thanks to the 
restricted area) than through a wide-open 
24mm throat. 

Consequently, at part throttle the S3 
carburetion system atomizes the fuel bet- 
ter, and holds the gasoline droplets in the 
air stream. When the throttle is opened 
full whack, the fuel/air mix rushes 
through both passages. Although it's in 
the way, the atomizer plate does not 
seriously disrupt the air flow at full throttle. 





The tachometer is gone; in its stead there are 
gearband arcs painted on the speedometer face. 





E a 
The shock absorbers have no discernible damping 
and no adjustment for preloading the springs. 


PHOTOGRAPHY: MICHAEL ZAVELL 





a typical Honda re-do: all the engine 
changes have been carefully orches- 
trated; there’s nothing expedient about 
it. Carburetor size has been increased to 
24mm (up from 22mm), allowing the en- 
gine to breathe better at the top of its 
rpm range. However, generous intake 
ports have always carried a penalty: at 
moderate engine speeds the air velocity 
in the intake tract usually is so low that 
the atomized fuel, picked up in the air 
stream through the carburetor, falls out 
before reaching the combustion chamber. 

Honda, never at a loss for clever solu- 
tions, has maintained the air velocity in 
their big-port 125 by the use of an atom- 
izer baffle. This plate fits into the rubber 
insulator which connects the carburetor 
to the cylinder head. The horizontal baffle 
plate splits the passageway inside the 
insulator into two parts; the lower section 
of the passage has a slightly larger 
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The S3's engine has been updated with a two-piece 
head, but the key location is old-style Honda. 


It looks like a short megaphone with a long, long 
reverse cone—but it's the S3's whisper muffler. 





Engine Honda CB-125 S3 

Torque Test Conditions: 

3.12 Barometer 30.20 
3.52 Temperature 

56°F Wet 70° Dry 

Correction Factor 1.0 
Date of Test: 11/18/75 

As Tested on 

the Webco Dyno 
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TORQUE IN FOOT POUNDS 


HONDA CB-125 S3 
Price, suggested retail West Coast 
Miro ronte o 20 2.75 x 18 Bridgestone Super 10 Rib 
3.00 x 17 Bridgestone Super 10 Universal 
1.43 x 9.38 in. x 2 (86mm x 240mm x 2) 
4.33 x 0.97 in. (110mm x 25mm) 
Brake swept area 84.3 sq. in. (543 sq. cm) 
Specific brake loading 4.70 Ibs./sq. in. 
Engine type Four-stroke SOHC single 
Bore arid:stroke:......:: 5. ens 2.224 x 1.949 in. 
(56.5mm x 49.5mm) 
Piston displacement 7.56 cu. in. (124cc) 
Compression ratio 
Carburetion 1; 24mm Keihin 
Air filtration Oiled urethane foam RPMx100 20 
Ignition Battery and coil 
Rake/Trail 27.2 degrees/3.8 in. (9.6cm) 
Mph/1000 rpm, top gear 
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RPMx100 20 40 6 


3 0 80 100 
Fuel capacity 2.5 gal. (9.5 liters) 
(including .6 gal. reserve) oan 
1.1 qt. (1.0 liter) oe EN 
iaximum 


Safe rpm 
Straight-cut gears, 4.055 RE 


1/2 x 5/16 chain, 
muU 
Gear ratios, overall (1) 26.19 (2) 17.80 (3) 13.72 A 

D A 





Wheelbase 47.4 in. (120.4cm) AF HS 
Seat height 27.5 in. (70cm) 

Ground clearance.....................sssssssss 5.75 in. (14.6cm) 

Curb weight 226 Ibs. (102.5kg) 

Test weight 396 Ibs. (179.6kg) 

Instruments Speedometer, odometer 

Standing start %-mile 

Average fuel consumption 

Speedometer error 
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The cylinderhead has likewise been 
changed from previous models. The S1 
and S2 Honda singles had one-piece cy- 
linderheads in which the camshafts went 
into the head through a left-side doorway. 
The S3 cylinderhead has a removeable 
top, though it’s still possible to insert the 
cam through the doorway. Like the old 
one-piece cylinderhead, plain bearings 
support the camshaft in the new head. 
The two-piece head, which has port and 
valve design similar to XL-125, brings the 
CB-125 S3 into line with current Honda 
practice—most of the firm’s singles have 
two-piece heads. If nothing else, the de- 
sign is probably easier and more eco- 
nomical to manufacture. 

Under the cylinderhead, the bore has 
been increased by a half-millimeter to 
56.5mm, bringing the displacement up to 
124cc (from 122cc). The compression 
has fallen off; at 9.4:1 it’s one-tenth lower 
than the old 9.5:1 figure. 

Far more work has gone into the re-ar- 
rangement of the gearbox ratios. Al- 
though the primary gear ratio is un- 
changed (4.055), not all the gearbox al- 
terations match the peaky nature of the 
engine. Compared to the torquier S1, the 
gear staging has been spaced out, except 
in the three-to-four slot. There the gearing 
has been tightened a bit, so that the en- 
gine doesn’t drop a bundle of revs be- 
tween shifts in the top two gears. Honda 
revised the final drive ratio (2.666 to 
2.333), and as a result the more powerful 
S3 pulls a higher overall gearing than its 
predecessors. 

The new exhaust system, also part of 
the package responsible for the 125's 
reshaped power, resembles the mega- 
phone-and-cigar silencer found on 
Honda's 750 Super Sport. Below six or 
seven grand, the hardware snuffs out 
almost all combustion sounds, and at idle 
the rider must double-check to be sure 
the engine is alive. In the upper rpm- 
range, the rider is treated to a determined, 
throaty roar which is nonetheless ironed 
out into a mellow, inoffensive tone. 

Only in its appearance could the Honda 
CB-125 S3 be considered an attention- 
grabber. Its lean, tight looks make the old 
Honda 125 singles seem both stodgy and 
baroque with their little plastic plaques, 
two-tone paint schemes and multiple 
striping. The S3 appears light and agile, 
though Cycle’s certified scales revealed 
that the 227-pound S3 weighs seven 
pounds more than the S1 tested in 1974. 

The beautifully proportioned tank has 
a locking trap door which mars the other- 
wise sleek lines of the tank. Under the 
door lives a very small gas cap which, 
when removed, reveals a tiny filler port. 
At a gas station it’s difficult to monitor 
the gas level because the pump nozzle 
fills the opening. Lift the nozzle up, and 
you'll spill some gas. Leave the nozzle in- 
serted and you'll likely produce a gusher, 
despite a hair-trigger pump hand. 

Below and behind the tank are simple 
and purposeful side-panels, devoid of the 
usual gimcracks. Honda's good taste un- 
happily deserted them when they were 
planning the seat. The saddle, covered 
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in brown vinyl, disrupts—and antago- 
nizes—the color-sensitive eye because 
brown doesn’t harmonize with a black and 
blue motorcycle. The seat does succeed 
functionally: it’s comfortable. So, too, are 
the XL-type hand grips, soft and gummy 
and easy on the hands. 

Knowledgeable Hondaphiles will pick 
up on other changes. The front fork now 
has exposed tubes and internal springs. 
But the new fork shares its damping sys- 
tem with the old external-spring/rubber 
gaiter model. While most Honda street 
bikes have floating ring dampers in their 
front forks, the S3 retains the old system 
which utilizes a separate damper cylinder 
inside the fork tubes. Although the S3 has 
some damping in the fork, there is very 
little or none in the rear shock absorbers, 
which in practice are comprised of 
chrome springs over telescoping tubes. 

(Continued on page 94) 





Under the key-operated trap door resides a small 
gas cap which makes fill-ups a chore. 
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‘Some have God-given 
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science has moved in the direction of 
Hair Again. 


“HAI RA D 


14 East 60th St. Dept. No. 6-21 N.Y., N.Y. 10022 
(212) 832-1234 





We'll never tell in public which of the Again and how it can change your IPC: MR de Cus 1 
above have their own hair—and which looks and outlook on life. | bp eee | 
ones have the blessings of Hair Again. But this much we'll tell you now. | brochure so | can decide for myself. 
For Hair Again is the unique Hair Again is not a transplant. Not 
cosmetic surgery process that more a hairweave. Not a hairpiece. It is a | EE (Please Print) 
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Three stages of replacing hair by the surgical retainer method. HAIR AGAIN LTD. 14 E. 60th St. N.Y. N.Y. 10022 








Weve tll you time and time again... 
whats behind the Bon! 






























Hank Kashiwa did... 
Number one on the pro circult, Hank used all American equipment: 
Hanson Boots, Hart Skis and Allsop Bindings. 


«and wonl 





and ame sation for The. 


The Aristocrat of Skis! 
So well received and so highly regarded 


in all circles, from the men at the workbench 
to the experts on the slopes. 


Sud Rien ec gi "that swept Euvope...! 


is sure to take America by storm! 
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[JENCO . 
e Kawasaki 


NEW TRACK PROVEN 


fã 11-900 







SCAVANGE PIPES 


e Equal length head pipes 

e Triple cone megaphone design 

e 25% Power increase 

e Total service accessability 
without removing pipes. 

e Complete heliarc construction 


















Performance beyond com- 
parison. Sets the standards for 
power and quality on the Z-1. 







Send *2ºº for Complete Catalog! 


DENCO PERFORMANCE 


4480 E ENTERPRISE ST. DEPT. C 
Fremont Calif 94538º(415) 656-0424 







HIGH PERFORMANCE PARTS 


“Home of the worlds fastest triples" 
including the 9 Second Pro-Bike 


SILENCED PEN 
EXPANSION — 
CHAMBERS 


e Competition proven 


e Slip joint and spring 
mounting flangles 


e Dual mounting j 
brackets ; j If it 
e Widest : doesn't 
power say DENCO 
band fy it isn't the 
possible chamber that has 
broken more AHRA 
Records than all other 

brands combined . 


Send *2ºº for Complete Catalog! 


DENCO PERFORMANCE 


4480 E ENTERPRISE ST. DEPT. C 
Fremont Calif 94538°(415) 656-0424 
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BMW R90/6................sssss 
BMW R75/5................ . November 
G2 250 MX GP e RERUM June 






























Can-Am 250 GP ........................ July 
Can-Am 175 MX2........ . November 
EED'EEHE1200: socks August 
Honda CB400F SS..................... March 


Honda CB500T............ ... February 
Honda CB-750F ......................sss May 
Honda GL-1000 .............. April, August 
Honda XL-125K1 ......................... April 
Htionda.MBd252 ae ee ee July 
Honda CB550F .................... September 
Honda CR250M ..................... October 


Husqvarna 175 Cross Country .. August 
Kawasaki KS-125 Enduro ...... February 
Kawasaki 903 Z1-B ....January, August 
Kawasaki KD-175 .................... October 
Kawasaki KH400 ................ December 
MV August 750S America.............. May 
Montesa V75 Enduro 250 ......... March 
Moto Guzzi 850-T...................... 

Norton 850 Interstate Ee 
Penton Mint 400 Enduro................ May 
Suzuki RE-5 Rotary ....January, August 
Suzuki GT-750M................ May, August 
Suzuki GT250M ............................ July 
Suzuki GT380M September 
Suzuki RM125 .................... September 
Suzuki RM250A .... December 
Suzuki RM370A .................. December 
Yamaha YZ-C 125 Monocross .. March 
Yamaha RD-125B ... i 
Yamaha RD200B ..... 
Yamaha MX 400B ... 
Yamaha XS500B ..... 
Yamaha RS 100C...... 











July 





BMW: RSO/S 25 E January 
Honda CB-125 S3 ... February 
Honda XL350............ February 
Maico MC400/5 ........ January 
Penton 175 Enduro ................ 













Pewter Buckles (with solid brass hooks to insure 
maximum durability and guaranteed not to break 
off) Curved to fit the contour of your waist. 


Any Pewter Buckle $499, 


- 3/$10.00 
Specify Either Antique Solid Pewter (Silver) 
or Antique Brass Finish (Gold). 

Genuine leather belts (black or brown) $5.00 
134" width, oil tanned & waxed (sizes 26-46) 
Add 50€ for postage & handling for each 

item ordered. 

Color Catalogue of over 250 Styles $1.00 
ALL BUCKLES FIT ANY 112^ to 2: BELT 
FOR IMMEDIATE DELIVERY SEND POSTAL MONEY ORDER. 


Send To: Alliance American Antique Corp. 
P.O. Box 713, Dept MC-6 Midtown Sta., N.Y., N.Y. 10018 
— — — — Money Back Guarantee — — — — 


| N.Y. Residents Add 7% Sales Tax. 
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The Honda Fours. 
America’s most popular road bikes. 


(Except with our competition) 


Six four-cylinder 
beauties. The largest 
selection—from the 
largest-selling group— 
of road bikes in America. 
Bred from years of expe- 
rience and know-how. 
The Honda Fours. 

The Honda 750, for 
example. It’s the world’s | 
biggest seller. No Two kinds of exhaust systems for two kinds of riders. The four-into-one (left) adding 

Dm power and reducing noise. And the four separate pipes version (right) 
competitive-make 750 Can “ = for the traditionalist. 
touch its success. In any Y 
cylinder configuration. 











superb handling. Luxuri- 
pt ous. Designed for riders 


The CB-750's four- who look to the future. 
pipe exhaust, renowned And the uniquely styled 
performance and han- CB-400F combines 


dling have made it, power with purposeful 


and the CB-550, design for truly remark- 
the road bikes for able handling. 
motorcycle At the pinnacle of 
traditionalists. motorcycle sophistication 


Evolving from 2 em Ot increased is the Honda GL-1000. 


that same Honda eram and reus NO other big bike, ofany 
experience are the p feature a dual table pun displacement, can match 
four-cylinder “four- throttle system. the refinements which 


into-one” models, the Honda experience has 
CB-750E the CB-550F Open the locking seat and you'll find a glove box, and built into it. Powerful. 
andthe CB-400K Ad-  tstocls iia kiay hea tie batien amem Responsive. Virtually 
vanced technology and MI vibration-free because of 
oemei a its unique e 
ave enabled Honda to system and engine 
increase horsepower and design. It is the ultimate 
reduce exhaust system touring machine. 
weight and engine The Honda Fours. 
noise. The powerful Part of a road bike line 
ee ad CB-550F | that outsells a// other 
ave rigid frame con- makes. Isn't it time you 
struction to help provide | enjoyed the Honda Fours 
| experience? 


HONDA 


First. For good reason. 


Always wear helmet and eye protection, 
keep lights on, check local laws. See Yellow 
Pages for nearest dealer. For brochure: 
American Honda Motor Co., Inc., Dept BK, 
Box 50, Gardena, Calif. 90247. Printed in 
U.S.A. 01976 AHM. : 


CIRCLE NO. 28 ON READER SERVICE PAGE. 





9 |f its Winter in Minnesota nothing 
helps. But if it's late Fall or early Spring 
anywhere else, George Widder's Lec- 
tric-Vest can well and truly keep that nip 
in the air from becoming the kind of 
bone-deep chill that makes you wish you 
were doing anything but riding your bike. 

Motorcycling in America is a sport. 
Sports are supposed to be fun. There are 
few things less fun than tacking down the 
Interstate at 60mph when the temperature 
is 40 degrees or lower. Do that for three 
or four hours, and when you wake up the 
next morning you'll still be cold. 

There are ways to avoid it, of course. 
Full- or handlebar-fairings help. Ski 
clothes help. Arctic gloves help. Long 
Johns help. But we feel that the Lectric- 
Vest helps more than anything else. 

Cycle has had two versions of the Lec- 
tric-Vest for the better part of a year, and 
while there remain areas for improvement, 
the vest has impressed us as a practical, 
unintrusive, comfortable and effective 
means by which the brisk-weather rider 
can enjoy his sport, and his bike, when 
he would otherwise be lounging around 
the living room watching TV or freezing 
his buns off tramping down the open road. 

If you can keep your torso warm you 
stay warm all over—thus goes the thinking 
behind the vest, which obviously offers 
no provision for electrically warming the 
arms or hands. It comes in sizes 36, 38, 





40, 42, 44, 46, and 48, is exceptionally 
light-weight and bulk-free, and has a 
urethane coating for wind-proofing and 
easy cleaning. The vestis reversible; wear 
the quilted surface on the inside and the 
vest stays comfortably warm, or wear the 
smooth surface inside and it gets damn 
hot. A two-prong male adapter is sewn 
in the vest and connects to the heating 
elements that radiate warmth. An inter- 
mediate assembly, consisting of wiring, 
a female two-prong plug (that connects 
to the plug in the vest), an off-on switch 
and another male plug, bridges the vest 
and the third apparatus; this last is semi- 
permanently attached to the terminals of 
your 12-volt (or six-volt if specially re- 
quested) battery and carries in its elec- 
trical line a spring-loaded holder and fuse. 

If there seem to be a lot of component 
parts, there aren't, really. It makes sense 
to have a semi-permanent attachment 
affixed to the battery, and the interme- 
diate electrical connection is necessary 
to provide the wearer enough cord length 
to retain on-board mobility. Besides, the 
middle segment can be removed from the 
vest and the bike and stored in a pocket. 

In cooler Southern California weather, 
a Tee-shirt, the vest and a leather riding 
jacket provide significantly more comfort 
than the tester's normal complement of 
Tee-shirts, Long John uppers, turtleneck 
sweaters, wool sweaters and outer jacket. 


A glance at the thermometer as one walks 
out the front door determines if the vest 
is to be worn warm-side-in or hot-side-in; 
once that is established, the jacket's tem- 
perature can be regulated (if necessary) 
by turning the current off and on with the 
in-line switch. 

Our only important complaint with the 
Lectric-Vest concerns hot-spotting. If it 
is worn over a light shirt, the area between 
your shoulders can become uncom- 
fortably warm. The normal riding position 
extends the arms and pulls the vest tight 
across the shoulder-blades and excep- 
tionally close to the skin. A heavier shirt, 
worn beneath the vest, disperses the heat 
more effectively and diminishes hot-spot 
discomfort. Although we haven't tried it 
as yet, it is possible that a ventilated 
shirt—like a motocross jersey—would 
function better than a conventional shirt. 

Because of the sizes offered, and its 
dual-heat-level capacity, and its lightness 
and easy maintenance, we recommend 
Widder's Lectric-Vest to anyone who is 
simultaneously faced with a riding com- 
pulsion and chilly weather. The vest costs 
$49.95, and if you don't like it you can 
return it within 15 days of receipt and get 
your money back (except for postage 
costs). Write to Widder Enterprises, 3539 
Calle La Quinta, San Clemente, Calif. 
92672, and if you order one, make sure 
to include chest and waist sizes. © 


WIDDER LECTRIC-VEST 


Light, decent-fitting and two-way-adjustable for heat, it works. No kidding. 


These are the parts that stay with the rider: the 
vest and the intermediate cord. The cord has 
quick-disconnect fittings and an off-on switch. 
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PHOTOGRAPHY: PAUL R. HALESWORTH 


The cord semi-permanently attached to the bike 
is fitted with battery-terminal-sized connectors on 
one end and a female quick-disconnect on the 
other that accepts the male fitting on the interme- 
diate cord. An in-line fuse holder and fuse is part 
of the package. Vest draws about the same am- 
perage as the headlight, which shouldn’t cause 
any problems for modern-generation bikes. 


Do cies AN : EZ 
With the rider in place and the vest on the rider, 


intermediate cord can be tucked inside vest—as- 
suming rider doesn't have to use off-on switch. 
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if smoking isn't 
a pleasure, 
why bother? 


OLorillard 1975. 


Box and Kings: 17 mg. ‘tar’, 1.2 mg. nicotine; 100's: 21mg, “tar”, 
1.5 mg. nicotine av. per cigarette, FTC Report Apr. 75. 





“if you think the BMW 
is only built for touring, you ought to try 


a little tearing.’ 


When most Americans climb on a BMW, they're 
surprised. Read the magazine road tests.They're full 
of editors saying “I never realized..." 

What they never realized, of course, is that the 
BMW is both an exceptionally comfortable and reliable 
touring machine, and a very slick, agile machine you 
can really rip on. 

How on earth can the BMW be both? Examine 
what makes a bike work. Weight. Balance. Suspension. 
Power. And get ready to say "I never realized...” 

Weight. Of our 4 models, 3 are the lightest in 


their class! And the fourth only misses by a few pounds. 

Our R90/6 is fully 30 percent lighter than its newest big 

competitor. 30! Check our levers. Brake pedal. Wheels. 

All made of lighter alloys to make the bike more nimble. 
Balance. Notice that the ; 

major mechanical parts, the heavy 

items, are kept low on a BMW. So 

it feels a lot lighter than it already [= — 

is. Notice also that the BMW front | so. 

fork leg is located behind the front Ù- Z 1 NA 

axle. This helps avoid “pendulum effect" And gives the 





BMW decisive, effortless tracking, and a balanced feel. 
Suspension. Most riders think that because the 

BMW has soft, long 

travel suspension, it 

can't corner hard." You 

even put harder 

shocks on your own 

racing machines; 

they say. True, we do. 

But racing is racing, and road is road. And for 99 per- 

cent of the riders, 99 percent of the time, the BMW 


suspension is smooth, compliant, responsive, and right. 


To BMW engineers, riding harsh all year is too big a 
price to pay for the one day you play racer. 

Power. BMW has plenty. Where it counts. For 
practical, highway use. Few machines can stay with 


any BMW in a high gear roll-on. It's the kind of power 
you need for a quick pass. Or to get out of trouble. 
The BMW. It's designed to take you thousands of 
comfortable, trouble-free miles. With a speed and 
smoothness you won't believe until you try it. 
See the entire line at your local BMW dealer. 
You'll find him in the Yellow Pages. U.S. Importer: 
Butler & Smith Inc., Norwood NJ 07648/ 
Compton CA 90224. Canada: 
BMW Motorcycle Distributors, 
Ontario. Write for 
free brochure. 


es 


Bavarian Motor Works — —- 
Over 50 years of building the world's finest motorcycles. 
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9 The Byron Hines/Terry Vance double- 
engined Top Gas Honda started winning 
early in the summer of 1974 and didn't lose 
until the Fall of 1975. Along the way the 
bike set five AMDRA/NHRA ET records and 
five speed records; was the first, and con- 
tinued until Fremont to be the only, gas bike 
to run in the eights at over 160 mph; qualified 
decently for several Top Fuel shows; and 
ran an 8.47 at Ontario during the SuperNa- 
tionals. It has been during its career the 
definitive killer motorcycle, made so by 
Vance's riding, Hines' tuning and expensive 
technology generally reserved for the Top 
Fuel bikes. 

Its indisputable pre-eminence was shaken 
to the core by the appearance of the motor- 
cycle you see here, sponsored by Denco 
Performance and constructed and ridden 
by one of drag racing's all-time greats, Boris 
Murray. The triple-engined Kawasaki's first 
meet was Fremont; its first full-power pass 
produced a terminal speed of 171 mph. The 
Vance-Hines Honda got snuffed by a broken 
magneto drive belt early in the meet, and 
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Boris went on to win Top Gas with record 
numbers of 8.60—169.84 mph, causing 
Vance and Hines, for the first time in eigh- 
teen months, to feel a bit of a draft. 
Dennis Dean, Denco Performance's 
owner, speaks Japanese, majored in acous- 
tics at the Okinawa School of Technology 
and once owned three TV stores in Fremont. 
Seventeen percent of all AMDRA records 
are held by Denco-equipped motorcycles; 
thirty percent of the new records set at the 
Fremont meet were established by Denco 
motorcycles. Dean's business, founded al- 
most entirely upon what he knows about 
two-strokes in general and Kawasakis in 
particular, thrives. He has sold more than 
15,000 sets of racing exhaust systems and 
around 2000 competition engines (a full- 
race version of which costs $1685 ex- 
change). About a year ago he decided that 
the time had come to build a serious, all-out, 
state-of-the-art, spare-no-expense maxi- 
mum expression. Murray was a pivotal part 
ofthe concept. Now Denco's shop foreman, 
Boris was critically important because of 


what he knew about riding and because 
of what he knew about chassis manufacture 
and drive line technology. Boris' own dou- 
ble-engined Triumph double, which at dif- 
ferent times had held both ends of the Top 
Fuel record, was renowned for its han- 
dling—as were a lot of single-engined 
Sportsters for which Murray had built frames 
in the early Seventies. Boris also built the 
frame for Danny Johnson's double-engined 
Sportster, so he was demonstrably capable 
of solving difficult problems. 

Dean had three primary objectives in mind 
when he decided to go ahead with the 
Denco Maximum Meanie: he wanted the 
bike to be rolling proof of Denco's expertise, 
he wanted to get exposure for his company 
and he wanted to race against the big boys. 
Denco mostly builds parts and engines for 
the Kawasaki H2 750; therefore H2 engines 
were almost automatically selected. But be- 
cause of drag racing's requirement for dis- 
placement and torque, three engines had 
to be used—which dropped Murray and 
Dean smack into the middle of the kinds 








of drive line problems that were already 
keeping Russ Collins awake and sweating 
night after night. The engines themselves, 
despite Boris’s well-grounded skepticism 
about their ability to produce satisfactory 
torque, presented no real problem. With 
2mm overbores they displace 792cc each 
and use components that have been well- 
tested: Denco-Venolia forged pistons, Den- 
nis’s own porting theories, .032-in. rings, 
Denco-Mikuni38mm carburetors, expansion 
chambers and ignition components out of 
the Denco kit, and stock rods and cranks. 
The engines’ peak power comes in at 9500 
rpm; their operating range lies between 7000 
and 11,000 rpm. 

Once Boris had laid out the engine /trans- 
mission package and fabricated the carrying 
plates, the chassis (with a 77-in. wheelbase) 
presented no real problem. Provisions were 
made during the construction of the rear 
frame section for a taller (28-in.) and wider 
(10-in.) tire, which may be necessary when 
the bike is finally switched to fuel. Other 
than its inboard Crower clutch (so located 





The Denco bike carries 278 Ibs. on front wheel, 335 on rear. Total weight is 613 Ibs; power is 360 bhp. 
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Remote electric starter, like Russ Collins’, drives off front engine. Motors are 
linked with UniRoyal HTD 8mm belts and have been trouble-free thus far. 





for a more conventional riding position) and 
air/hydraulic gear change mechanism, the 
Triple Triple is straightforward and as con- 
ventional as these things ever get. The 
clutch was lightened 3lb. 9oz. and set for 
a 6500 rpm “creep speed;” the B&J trans- 
mission, selected because Dean and Murray 
felt that it was tougher than Lenco motorcy- 
cle two-speeders, is shifted by a fin- 
ger-operated valve on the left handlebar. 
Air/oil pressure is stored in an accumulator 
at 300 psi. The handlebar valve releases the 
pressure, which then pressurizes the trans- 
mission’s clutch and achieves high gear. 

As Boris describes it, the bike is easy to 
ride. The rear brake is operated from the 
left handlebar. After a tire-warming burn-out 
the bike is staged and loaded against the 
locked-on rear brake. Since the clutch is 
not manually operated, all Boris has to do 
is release the brake, turn on the gas and 
hit the high-gear button about half-way 
down the track. 

At Fremont, once the clutch had been 
properly adjusted, everything went extraor- 


Drive from engines to clutch is carried bya double chain run, good only for 
5 or 6 passes. The chain will be discarded before the 1976 season begins. 


Murray built the 1-into-9 throttle cable j 
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unction cannister; internals slide on ball 
bearings. Bar-mounted hydraulic valve controls two-speed transmission. 


dinarily well. Not true at the Irwindale meet 
a week later. After making a quarter-mile 
smoke-run initially, Boris and Dennis light- 
ened up the clutch until the Triple was 
making haze-free runs and posting 8.6 ETs. 
The morning before eliminations the big 
Kawasaki made yet another dial-in run, that 
one in the 8.5-sec. bracket. Qualified 
number one for Top Gas eliminations, the 
bike lost in the first round—when the 
breather line for the fuel tank was pinched 
shut by the left-right-left action of the front 
fork as Boris staged the bike. 

But you can bet that the Murray/Denco 
Kawasaki won’t lose many races because 
of quirks. There are several areas that will 
be improved between the '75 season and 
the '76 season—the drive between the en- 
gines and the clutch being high on the list. 
When the Triple makes its new-season de- 
but—probably at Daytona in March—it'll be 
painted, polished, refined and running on 
fuel. When that happens, its 8.5s and 8.6s 
will truly seem numbers from the distant 
past. —Cook Neilson 


Dennis Dean had been 
reassuring Boris Murray 
that their multi-engined 
two-stroke Kawasaki 
"would work just fine." 
Murray wasn't altogether 
convinced—until the bike 
won Top Gas its first time 
out, and set new 
AMDRA/NHRA records 
in the process. 
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If you spend more time with your 
get a bike designed to 


GT TWINS: Reliable engine 
Fon lubricates cylinder. Second 
a ele 
E i crankshaft main 
CAE ZZA E |U bearing-less wear. 
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start 500 has Pointless (^^ ^V 
Electronic Ignition. © N, 2 \ We WY 
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case Cylinder Injection HORSA 
lubrication. À S 
GT500 is simply the best buy AN 
in motorcyling: CYCLE,'75 Buyers Guide. — ay 
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GT 185: Electric start Ram Air, — GT250: Primary Kick, 28mm carb, — GT500: PEI, front disc brake, 45 
front disc brake, 5 speeds. front disc brake, 6 speeds. gal. gas tank, 5 speeds. 





mechanic than your girlfriend, 
be more trouble free. 


GTTRIPLES: Less engine heat-fewer engine | = 
problems.380 & 550 have Ram Air Cooling. 150 | 
uses race-proven liquid cooling. Result: less | 
heat distortion, less noise, added HP | 
GT 750" Under the silent water-cooled exterior [AR shroud forces a 
is a semi-radicai screamer” BIG BIKE, Oct, 75 [Wal folerances more compression. 
É ak Constant Velocity Carbs. Vacuum- 
controlled -positive response 
[732 when snapped 
open, no 
hesitation. 





6-blade impeller SA AU T AS 
pump.Colantpumps NA VA o be) 
thru engine block over AN SEE Oa 
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61380: Primary kick, digital gearindica- GT550: Electric start; digitai gear indicator, GT750: Liquid cooling, electric start digital 
tor. Ram Air, front disc brake,5 speeds. Ram Air, front discbrake,5 speeds. gear indicator, dual front dics, 5 speeds. 


FORGET YOUR TROUBLES. GET ON SUZUKI, al 


CIRCLE NO. 25 ON READER SERVICE PAGE. 
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HAT A TRIP I’ve 
been bellhoppin’ part-time 
about a year now, and 1 
never saw a guest roll up on 
a motorcycle before. It blew 
me out because he was ridin’ 
what I’ve been wantin’ to 
buy—a new KZ900. And, 
man, that bike really looked 
classy, like it belonged right 
out in front. 

Anyway, | got to the curb 
aboutten steps ahead of the 
other guys and said, “Wel- 
come, let me take your 
things and how do ya like 
your bike?” 

“Unreal? he said. And all 
the way up to his room I 
asked him everything I 
could think of. Is the 
KZ900 the same as a Z-1? 
(Yes and better.) What’s it 
got new on it? (Some nifty 
touches, like audible turn sig- 
nals, safety flashers, cushier 
seat.) What’s the engine 
like? (You can’t do better 
than the Z's 903cc DOHC 
Four.) Where's he been? 
(Touring half way across the 
country.) 

What was the best time 
he'shadsofar? (On the bike, 
having no place to go and 
lots of time to get there; off 
the bike, in Santa Cruz with 
a very together lady named 
Linda.) 

And after we talked 
about performance -I 
mean the bike's—I fig- 
ured I'd better split. And 
goin' down the elevator, I 
decided when I buy a 
KZ900, somebody's gonna 
carry my things into a place 
like this, and he’s gettin’ two 
bucks like I did. I mean, 


that’s class. 


Kawasaki 


lets the good times roll. 


Goodtimesinclude riding safely. We recommend 
wearing a helmet and eye protection, keeping 
lights on and checking local laws before you ride. 
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is real taste. And real sm bo je some of us, 


Warning: The Surgeon General Has Determined ERE TEE puel ~ 
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® Early CB500 Honda Fours (before engine 
number CB500E-1018728) often displayed 
the related symptoms of sticky clutch action 
and difficult neutral selection. When a-rider 
on one of these early bikes came to a stop 
in low gear, the machine would tend to keep 
creeping forward even with the clutch lever 
pulled tightly against the handlegrip. And 
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This is the way selector Bnd ‘detent parts fit in 
later and modified CB500s. Clutch goes in next. 
FEBRUARY 1976 








when an attempt was made to select neutral, 
the lever would clunk back and forth be- 
tween first and second gear without stop- 
ping at the desired neutral click. 

Our Art Director's Gentleman's Express 
CB500 Special (see Cycle, Nov. '75) had a 


sluggish gearshift action after it was as- 


sembled. Since we weren't familiar with the 


about $40.00 and updates older CB500s. 





These shims limit mainshaft end play to .004-in. 
Shims come in .004, .012, and .020-in. thickness. 





After hubs and “shims are in place, the snap 
ring is installed with its sharp side outward. 


various stages of the CB500’s shift mecha- 
nism evolution and hadn’t yet learned the 
change-over serial number, one of the fix 
kits was ordered. 

After our bike was disassembled accord- 
ing to American Honda’s Service Bulletin 
# 500-4, it was found that it already had 
the new-style selector detent parts, clutch 
plates, and outer case. The follower rollers 
on the kit’s detent levers (called shift drum 
stoppers in the Honda Service Bulletin) were 
smoother and slightly wider than those in 
the bike, so we put in the new ones. No 
evidence of binding or sticking could be 
found in any of the selector mechanism 
components. And the only part that didn't 
belong was an extra clutch plate. There are 
supposed to be seven friction plates and 
six steel plates in the clutch hub, with a 
friction plate being the first and last plates 
assembled in the sandwich. Our bike had 
an extra steel plate between the outer body 
and the first friction plate. 

The Gentleman’s Express was assembled 
in the proper sequence and Art Director 
Halesworth pronounced the bike to shift 
perfectly, even under full power. 

A bike with a modified engine or one that 
is drag-raced will require stiffer than stan- 
dard clutch springs. These springs are 
available from Racecrafters International or 
Action Fours. ® 


LINKAGE FIX 


An unexpected solution to some 
shifting problems and a look 

at one of the computer's kits. 

By Jess Thomas 





Clutch 
plates are assembled as shown to sling out oil. 


rotates counter-clockwise: all friction 
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Horses $16 each 


It's Hooker's 4 into 1 system, | 


part $27151 for 1973-76 
Kawasaki Z1. *Dyno-tested 
it delivered 83 horsepower 
at 8,500 rpm. (Stock read 73 
horsepower.) That's 10 extra 
horses at roughly $16 each. 
Hooker systems make 
horsepower. 

Hooker has over 200 exhaust 
systems for the latest super 
bikes. Ask at better dealers, 
now. Or write Hooker at 
1032 West Brooks Street, 
Ontario, California 91762. 


Testing was conducted on a Stuska dynamometer, 
November 7, 1972, at Hooker's California facility by 
Product Development Engineer, Dick Lytell. 


A suspension system on 

a skateboard? That's 

right. It's Hooker's revo- 

lutionary contribution to 

high performance skate- 

boarding. A simple 

adjustment of Hooker's 

suspension system can 

dial in just the right per- 

formance attitude: 

releasing the energy of a : 
Teach tia Patent Pending 
hotdogging or assuring 

the stability and security of a rigid board for high speed 
runs. Available in 24” and 27” lengths, the suspension 


system can be easily installed on your flexible board. Or, - 


for the ultimate performer; order the fiberglass Hooker. 
Tune Flex board complete with suspension system, sure 
‘grip deck, double action trucks and urethane wheels. 
It's cheaper to buy the best the first time. And you can 
order direct, sight unseen and know you'll get the best 
just because it's from Hooker. 





Yes, | want the best. Send me a Hooker. 
24” Hooker Tune Flex Board: 
— —— $58.40 Yellow: ___$59.40 Rainbow 
27" Hooker Tune Flex Board: 
— $59.40 Yellow: ___$60.40 Rainbow 























$19.95 Suspension System. 24" 27" 

Undecided? Send $1.25 for information on all Hooker 

products. My weight is. 

Name 

City State. Zip. 
Master Charge: BankAmericard 

Card # Exp. Date. 

Signature 





Enclose check or money order payable to Hooker, 1032 
West Brooks St., Ontario, Calif. 91762. Freight included 
California residents add 696 tax. Offer void where pro- 
hibited. Sorry, no C.O.D. 
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THESE THREE . Continuedfrompage37 


from the right-side, and move the clutch 
1%-in. closer to the Norton's center-line. 

The head fairing is there not necessarily 
to enhance penetration but to make the 
bike easier to ride. Because of the injec- 
tion linkage Christenson can't wrap his 
legs around the bike like other riders do; 
without the fairing.he could use only his 
arms to contend with wind-blast. 

Gregory and Christenson, recognising 
that their current dragster is at the end 
of the line, have already begun building 
their 1976 race bike. It will be powered 
by three Norton engines, and times of 
7.50—185 mph are anticipated. The triple, 
astonishingly, will be two inches shorter 
than the double. 

Three engines or no, you can rest as- 
sured thatthe bike.will fulfill Christenson's 
and Gregory's primary requisites: it will 
be as light as they can get it, it will be 
simple, it will be reliable—and it will win. 

If you can get it in your mind that Joe 
Smith's double Harley-Davidson is a 
Sherman tank and the. Norton a Side- 
winder missile, then Russ Collins' triple- 
engined “Atchison, Topeka and Santa 
Fe" is a Rose Bowl Parade float. Think 
of the double 74 as an operatic basso, 
the Norton as Rita Coolidge and the 
Honda triple as the Mormon Tabernacle 
Choir. It glitters. It shines. Hundreds of 
feet of braided steel hose entwine its 
length like Christmas tree decorations; 








ERIC Gustavson — 


multi-colored mechanical mysteries 
gleam forth from every available space 
and cranny. “lf you sat down and 
sketched out a bike like Russ's," says 
John Gregory, “you'd figure that it simply 
couldn't be built.” 

It weighs 850 pounds—400 more than 
the Norton and 320 more than Smith's 
Monster-Glide. It has its own remote elec- 
tric starter. It uses belts to carry the pri- 
mary drive instead of chains. Its clutch 
cannot be engaged or disengaged man- 
ually. It has fittings on the intake horns 
for nitrous oxide injection. It uses two 
gallons of fuel mixture per run, and carries 
on-board two gallons of 70-Wt. Valvoline 
oil. It costs Russ Collins between $250 
and $300 to make a single quarter-mile 
run. It has to be unloaded from its truck 
with an electric winch and sling. 

It is in every conceivable way almost 
beyond imagining, and it has, in one sea- 
son of running, done wondrous things for 
drag racing in general, and for the Top 
Fuel category in particular. At Ontario it 
became the first motorcycle in history to 
run a seven, with an off-the-trailer rip of 
7.96—176.81. It then dropped that time 
to a 7.861—178.92, and ran a back-up 
7.91—178 in the first round of eliminations 
to establish the 7.861 as anew ET record. 

The bike then, characteristically, broke. 
It has broken frequently this season, 
which perversely gives it some of its 
charm. It breaks because it’s heavy, be- 
cause it makes staggering amounts of 
power and because it is on the forward 
edge of motorcycle drag racing technol- 
ogy, which alone is enough to guarantee 
sketchy performances. 

There is no question that the triple 
Honda makes more power than the Nor- 
ton or the Harley-Davidson; neither Greg- 
ory nor Smith dispute that. Nor is there 
any question about which of the three 
bikes moves the first 50 yards the quick- 
est: the Honda, clearly. With its off-the- 
line charge and its top speed, the triple- 
engine should win every race it enters; 
what bike could run it down from behind? 

All those things that give the bike its 
quickness and its speed also conspire 
against its reliability. It would be heavy 
to begin with—three Honda engines weigh 
a lot. But the automotive Crower clutch 
and the drive pulleys and the belts all pile 
more weight on the bike’s left side, which 
must be balanced by 35 pounds of lead 
(in floorboard form) bolted to the right. 
A late addition (after Indianapolis and 
before Ontario) of outboard pulley sup- 
port bearings for engines #2 and #3, 
housed in a steel girdle, added more 
weight still. 

The bike's horsepower—close to 
500—is an irresistible force. It works 
against an almost immovable object—850 
pounds, secured.to the track by a super- 
sticky M&H 8-in. rear tire. Something, as 
they say, has gotta give. All season, 
what’s been giving has been the drive 
train. Chains were determined to be 
hopeless at the outset, and Russ switched 
to the kind of belts used to drive heavy 


industrial equipment, Chrysler super- 
chargers and automobile camshafts. The 
CYCLE 


belts at least show promise—but they 
keep breaking, the last time at Ontario 
on a pass that saw Russ comfortably in 
front of Joe Smith until the belt coupling 
the front engine to the middle engine let 
go (Joe’s 182.55 mph run won that round). 

Complicating matters is the fact that 
Russ is learning week by week to extract 
more power from his 3288cc engine 
package. He constructed an injection flow 
bench and experimented on Ron Teson’s 
single-engine Honda  fueler (8.91— 
153mph), and found quickly that the triple 
had too much compression (the ratio was 
dropped from 11:1 to 10%:1) and not 
enough mixture. Running the standard 
90% nitro dose through slightly larger 
nozzles cured the bike’s detonation 
problems and cut back its ring and ring 
land breakage, and since then the pow- 
erplants have given no problems at all. 
Neither has the Crower clutch, or the 
Lenco two-speed transmission. 

More than a motorcycle with which to 
win drag races, the R.C. Engineering Tri- 
ple is a show-case and a business card. 
All of Russ’s deep-motor after-market 
hop-up components are used: studs, 
cams, cranks, magnetos, bearings, 
springs, collars, keepers, pistons and 
rods. Just as it is important for any busi- 
nessman to display his wares, Collins 
spent most of 1975 on the road, racing. 
From May to October he was a full-time 
touring racer, and it cost him between 
$6000 and $8000 per month to fulfill his 
scheduled appearance contracts. During 
those months he made about 20 appear- 
ances, and was paid between $1000 and 
$1250 for each. Naturally he can’t do it 
alone; Slim Moffitt is the engine-builder, 
Byron Hines (who teams with Terry Vance 
to run the omnipotent Vance/Hines 
gasser, which didn’t lose until Fremont) 
does the tuning and Dave Brewer handles 
coordination and logistics. It is in every 
way a professional, showy effort, made 
the more arresting by the wide range of 
possibilities that crop up once the bike 
sets its front tire on the starting line. 

Anything can happen with the Tri- 
ple. It can break. T.C. or Smith or Marion 
Owens can beat it. It can leave hard, look 
good and then demolish its rear tire with 
wheelspin. As devastating as its technical 
credentials may be, it is quirky, difficult 
and sometimes sullen. The people in the 
stands who root for it know that a win 
is an iffy proposition, and root all the 
harder; those who root against it know 
the same thing and are rewarded with 
frustrating regularity. 

Joe Smith and the Gregory/Christen- 
son team view their machines with pro- 
fessional detachment; both bikes will 
likely be for sale at the end of the '75 
season. But Russ is passionately involved 
with his Honda. “Two of the best-things 
that have ever happened to me in my 
whole life,” he says, “were because of 
the bike. It won the NHRA's Best Engi- 
neered Vehicle award at the Englishtown 
Nationals in New Jersey in 1974, and at 
the Supers, it was the first bike in history 
to make a run in the sevens.” 
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But he doesn't know exactly what to 
do with it in 1976. It is frighteningly ex- 
pensive to campaign, and Russ realizes 
that—face it—the bike hasn't won that 
many meets. He can either add nitrous 
oxide injection for even more power and 
slug it out with drive line breakage prob- 
lems for another season, or build a dou- 
ble-engined, supercharged Honda for 
racing and use the Triple for exhibitions. 
But sell it? He'd never sell it. He has his 
guts in the Biggest Honda, 4000 hours 
of his time, close to $30,000 of his money 
and every stitch of his technical ingenuity. 
lt has become a part of him. 

There is an argument abroad that the 
giants like Russ, Joe and T.C. have hurt 
Top Fuel racing by obliterating the ex- 
pectations of racers less committed than 
themselves. Smith drag races motorcy- 
cles for a living, Christenson and Gregory 
“made a little” during the '75 season and 
Russ's racing is an adjunct to his busi- 
ness, R.C. Engineering. These men are 
professionals; Top Fuel drag racing is at 
the center of their livelihoods. Between 
them they have raised the temperature 
of Top Fuel to such a level that few other 
competitors can stand it. These three, 
with few exceptions (Marion Owens, 
Sonny Routt, Danny Johnson), have made 
Top Fuel theirs—and in so doing have 
changed their sport from "something you 
do" to “something you watch.” Top Fuel 
racing was fun in the late Sixties and early 
Seventies. Spend a couple of thousand 
dollars, build yourself a Sportster or 74, 
run 9.0s and win your share. Fun it was 
then; business it is now, and the quickest 
way to tell who does something for fun 
and who doesn't is to see who does it 
best. For now, determining “who does it 
best" has turned into a three-brand, 
three-machine squabble, and if no other 
Top Fuel competitor really has a chance, 
then that is truly the price of progress. 
Smith, Christenson-Gregory and Collins 
have all paid the price. Wanna run against 
them? Fine. You spend what they have 
spent, you endure the crashes they have 
endured, you embrace and advance the 
technology they have pioneered and you 
travel the 15,000 miles per year that they 
travel. You become, in fact, what they 
already are: professionals. Then—maybe 
—you can beat them. Not until. © 





The Bilstein Nitrogen Pressure Gas 
Motorcycle Shock Absorbers, pre- 
viously seen only on factory works 
bikes are now available to dealers! 
Utilizing a 36mm high capacity oil 
chamber and pressurized nitrogen 
gas, Bilstein Shocks provide constant 
dampening action regardless of high 
temperatures or severe shock loads. 


These durable motorcycle shocks are 
standard with a Heim joint. De- 
signed especially for cantilever and 
forward mounted suspension set- 
ups. 


Used with a pair of Ken Ross Super 
Motorcycle Shock Springs, Bilstein 
Nitrogen Gas Pressure Shocks offer 
the kind of “tuneable” 

suspension your custom- 

ers are looking for. 


Bilstein Shocks and 

Ken Ross Super É 
Motorcycle Shock g^ 
Springs are avail- 

able through 
International 

Cycle House, 

exclusive dis- 

tributor for 

the motor- É 

cycle indus- 

try in the 

U.S. for 

Bilstein. 


Some 

of the 

quality 

products 

from Inter- 

national Cycle 
House . . . 


9 Ken Ross Super 
Shock Springs 


9 Spring Installers 


9 Leak proof Fork Seals 


I.C.H. the exclusive 
motorcycle distributor 

for Bilstein Nitrogen Gas 
Pressure Shocks - You can be 
the exclusive distributor of 
LC.H. quality products 

in “your” area. 


Our 24 hr. phone no. 





il 
well” C1 Yes! i'm inter- 
ested in Internation- 
al Cycle House's exclusive distributor- 








ship in area. Send me com- 
plete details. 

Dealer 

Address 

City 

State Zip 

Signature 


INTERNATIONAL CYCLE HOUSE 
1708 S. Lyon St. 
Santa Ana, CA 92705 


89 


Become A 


MOTORCYCLE 
MECHANIC 


(Approved for Veterans Training) 


Trained Mechanics Needed by 
Major Dealerships 
Professional Training On All Major Cycles 
e Carburetion e Electrics e Transmissions 
e Engines (2-Strokes—4-Strokes—Rotary) 


m ... FEATURES 
e Approved for V.A. Training 
e Licensed by State Departments of Education 
e Federally Insured Student Loans 


(Train Now, Pay Mo. Payments After Graduation) 


GRADUATES PRESENTLY 
WORKING AS MECHANICS 
SHOP OWNERS — DEALERS 


For Free Color Catalog and Enrollment Information 


Call 1-800-821-2260 = 
Mo. Residents Call Collect (816) 421-3901 


mmm mm m e a ex m Clip and Mail Today e ex ex en em mo em em m m 
STANDARD TECHNICAL INSTITUTE 
2628 McGee Trafficway Kansas City, Mo. 64108 
Department SMA 26 


NAME AGE 
ADDRESS 
CITY STATE 
PHONEAC( ) ZIP. 

D VET MECHANIC O DEALER 





























The Buco Blueline GT. 
For those who put a 
high price on their heads. 


BUCO. 


Head protection systems. 


by American Safety 


90 





SUZUKI TR750. Continued from page 54 


rims of the future will be made even wider 
because that's the way tire sizes are 
going. "Every time we go to a wider tire 
the riders like it better because the bike 
handles better and they can go faster. 
We can'tuse anything wider now because 
the chain's in the way; we'd have to move 
the chain line to use a wider tire.” 

The TR750's chassis is, in most ways, 
a study in contemporary orthodoxy. The 
rear suspension has its spring/damper 
units tilted forward to get more travel, as 
is the case with Suzuki's motocrossers: 
“There’s six or seven inches of travel; | 
haven't measured it." The rear shocks 
and the front fork are supplied, to special 
order, by Kayaba, and the frame is yet 
another variation on the old Norton Manx 
theme but with the upper main tubes 
straightened in the modern manner to 
more closely follow the load path from 
steering head to swing arm pivot. The 
main frame tubes have an outside diame- 
ter of 29mm; those forming the rear sub- 
frame are 22.5mm. We didn't think it wise 
to saw frame tubes apart just to get wall 
thickness, and Ken couldn't provide that 
information, but frames' incidental brack- 
etry usually is made in the same thickness 
as the tubes themselves and the TR750's 
brackets are of 2.35mm-thick material. 
The frame is all in steel, of chromoly 
specification, but the swing arm is fabri- 
cated from 35mm x 60mm rectangular 
aluminum tubing with a 3mm wall. The 
axle slips through machined aluminum 
blocks that are a slide fit in the swing arm 
ends, and positioned by two adjustment 
bolts on each side, with broad-based 
spacers and plates to make the whole 
assembly very rigid when the axle nut is 
pulled up tight. 

Taken overall, the TR750's chassis is 
a very tidy piece of work, which is how 
such things should be, and the primary 
reason for the bike being as light as it 
is. Rumors about wide-spread use of ti- 
tanium were true in 1974, Ken confirms, 
but most of the exotic-alloy fittings were 
duplicated in ordinary aluminum for the 
'75 season, and in either case the weight 
reduction obtained was very small. You 
can marvel at the beautifully machined 
titanium engine-mounting through-bolts, 
and handle the feather-light aluminum 
engine side-cover screws as though they 
were pearls, but the weight difference 
between those special items and stock 
parts in mundane steel is of less con- 
sequence than riders' appetites. 

While we were having our conversation 
about weight, Ken was pulling the engine 
out of its rubber-bushed mountings, a job 
that begins with disconnecting wires, 
cables and radiator hoses, and slipping 
the carburetors out of their neoprene 
manifold spigots. And those carburetors 
are light. They're special magnesium- 
bodied mixers made by Mikuni (originally 
for the 500cc GP Four, Ken thinks), and 
three of them are a full pound lighter than 
the equivalent 38mm aluminum-bodied 
Mikunis. But the thing that really distin- 
guishes them from the ordinary, off-the- 


shelf 38mm Mikuni is not their weight 
(0.33-pound lighter) nor what they do for 
power (nothing the earlier aluminum 


-38mm instrument didn't) but their price. 


Ken informed us that his understanding 
was the trick Mikunis cost U.S. Suzuki 
no less than $300.00 apiece; a staggering 
$900.00 a set. 

The next ancillary component to come 
off the bike was the rotor and stator for 
the TR750's CDI ignition, and that too 
brought forth some surprises. First there 
was wonderment that the stator carried 
no spark-trigger coils. Ken cleared that 
point by telling us that the stator's six 
energizing windings also serve as trig- 
gers, their rectified pulses firing all of the 
engine's three spark plugs simultaneously 
at 120-degree rotational intervals. We 
would have supposed that arrangement 
might fire the charge in the cylinder being 
scavenged, as well as the one coming 
up on compression, but the engine ob- 
viously does run without anything of the 
kind happening. The surprise came when, 
while pondering the potential conse- 
quences of the simultaneous sparking, we 
asked Ken for an ignition timing figure 
... and he promptly said he didn't know. 
“The timing is built into the ignition," he 
said. “They don't even tell us what it is. 
This year they sent us three different 
types of ignition systems, and they'd say 
'this one is more reliable' or 'it gives a 
slightly different timing’ but I've never 
known what the timing was; they don't 
tell us anything like that.” 

All of us have devoted much effort to 
getting various engines timed just right 
to suit particular track conditions and 
fuels, and we wondered how Suzuki could 
get away with their mysterious, one-set- 
ting ignition. Ken couldn't explain beyond 
simply saying it worked, but he did add 
that the Team's fuel isn't the uncertain 
stuff you get at the nearest gas station. 
They use lab gas, which isn't necessarily 
made for a high octane number; it is 
compounded to very rigid specifications, 
with no surprises lurking in the can. And 
when you don't have to adjust for varia- 
tions in fuel quality there's less reason 
to adjust spark. 

With the TR750 engine free of encum- 
brances we lifted it out of the frame, 
placed it on the scales, and added the 
carburetors and ignition components al- 
ready removed. The whole pile came to 
only 132 pounds, which is very light, and 
that set off some half-joking speculation 
about what might be missing inside the 
cases. Nothing was. It was all there, and 
most of it looked much like what you'd 
find inside a standard GT750 engine but 
with more gears in the transmission and 
bigger port windows in the cylinders. 

If there was anything special about the 
crankcases we couldn't spot it. Ken says 
some of the cases have been lightened 
by machining away a bit of metal here 
and there; this set hadn't been touched. 
There was a special side casting, in mag- 
nesium, to leave the TR750 clutch outside 
in the air instead of inside with the oil, 
but that apparently requires no change 
in the cases themselves. The clutch is one 
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of your typical multi-plate assemblies, with 
17 plates and an aluminum hub. Ken says 
it needs little attention and causes no 
problems. 

Numerous special gears have been 
fitted inside the Suzuki racer’s cases, 
including a steel replacement for the 
nylon transfer gear in the water pump 
drive. And while the stocker has helical 
primary gears, with a 49-tooth cog on the 
crankshaft and one with 82 teeth at the 
clutch, those in the race bike are 
straight-cut and the driven clutch-hub 
gear does not incorporate the touring 
model’s drive-cushion springs. Also, the 
number of primary gear teeth has been 
reshuffled, with 54 at the crank and 85 
at the driven gear, which changes the 
ratio from the standard 1.67:1 to 1.57:1. 

Of course, most of the special gears 
are clustered in the six-speed transmis- 
sion, which has been shoe-horned into 
quarters intended for a five-speeder. The 
effects of crowding are clearly seen in 
the widths of individual gears and in the 
proportions of the engagement dogs. Ev- 
erything looks too frail to survive the 
hundred-plus horsepower being fed 
through the transmission. Stresses are 
greatest on gear pairs that provide the 
largest ratios (the smaller gear will be 
comparatively weak) and the Suzuki six- 
speeder’s crowded cogs get only the 
width needed to cope with their particular 
load, and nothing more. First gear has 
the highest ratio (2.19:1) and gets the 
widest teeth—14.5mm; the teeth on the 
pair of gears that produce the transmis- 
sion’s 0.962 top gear have a 10.2mm 
width; the rest fall between those dimen- 
sions. Gary Nixon had a transmission 
failure at Ontario, but that was a con- 
sequence of clutchless shifting, itself re- 
quired by a clutch cable failure (an end 
fitting pulled off). Bailey says abuse of that 
sort is the only thing that will break the 
TR750’s gearbox. A few early problems 
ended after the Team began slightly 
overfilling the gearcase (2600cc instead 
of 2200cc) with Castrol hypoid oil. 

The TR750’s crankshaft is a special 
part—but not very, if its appearance is 
worth anything as evidence. Like the 
stock crank it contains a lot of metal, and 
is basically six flywheels joined with 
pressfit pins. The crank runs in upgraded 
mainbearings, and we are told that the 
balance factor is different than that built 
into the stocker. The connecting rods look 
like standard parts, but the rod bearings 
are high-speed specials. According to 
official factory specifications the engine’s 
redline is at 9500 rpm, but our various 
sources say 9000 is a more realistic maxi- 
mum, and 8500 is advisable if one plans 
to finish a race of more than a few miles 
duration. 

Putative redlines become unimportant 
in light of the fact that the TR750 
engine makes its best power at about 
8200 rpm, which isn’t much above what 
the stock crank will accept without imme- 
diate complaint. And the really remarkable 
thing is that this engine can be expected 
to pump out 112-115 bhp without having 
to be spun like a turbine. This output 
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represents a brake mean effective pres- 
sure very close to 125 psi, far above the 
performance of the vastly more elabo- 
rately ported Yamaha TZ750. We do know, 
now, that the racing TR750 engine does 
retain the same basic porting layout as 
the touring GT750, has the same com- 
bustion chamber configuration, and pis- 
tons that look as though they came out 
of the same mold. 

The pistons and rings are not stock; 
they only appear to be. Comparative 
measuring shows the racing pistons' 
skirts to be 1.5mm shorter than those of 
Stock GT750 pistons, and the alloy has 
a higher silicon content (for better control 
of expansion and added strength at high 
temperatures). The number and position- 
ing of rings on the racing piston is the 
same as stock, as is the 1.5mm ring thick- 
ness, but the rings are made of special 
nodular iron—which is ductile, unlike or- 
dinary cast iron—and the piston crown is 
machined clean instead of being left in 
the as-cast condition. Suzuki long ago 
adopted the practice of providing lateral 
location of the triple's connecting rods 
by means of thrust washers inside the 
pistons, and this is continued in the racing 
engine. The conventional approach is to 
place the thrust washers flanking the 
rod's crankpin end; that is mechanically 
more convenient, and cheaper, but less 
satisfactory in terms of high speed relia- 
bility. Thrust washers on the crankpin are 
exposed to very high surface speeds 
where they scrub against the rod-end and 
crank cheek. The scrubbing, when it be- 
comes really vigorous, will produce 
enough friction to overheat both the thrust 
washers and the bearing assembly, caus- 
ing the lubricating oil film to flash into 
non-lubricating vapor. Bearing failure 
then follows within seconds. With Su- 
zuki's piston-located rods there is only 
the comparatively slow movement of 
rod-swing against the thrust washers, and 
the point at which the bearings encounter 
difficulties is moved much higher. 

It says something about the Suzuki 
triple's design, and the efficacy of using 
special hyper-eutectic piston alloys, when 
you consider that in both the racing and 
touring versions the correct piston/ 
cylinder clearance is less than .055mm 
(.0022-inch). The cylinder block's iron 
liners are fairly thick and well-supported 
by surrounding masses of aluminum. Add 
to that all the water-jacketing and you get 
an engine that seldom suffers from the 
piston seizures once common in high- 
output two-strokes. Even the racing en- 
gine, which has a cooling system effec- 
tively identical to that of the tourer (the 
TR750's radiator is a bit taller and nar- 
rower than the one for the GT750), seldom 
has seizure problems. Ken Bailey says the 
racer's pistons will stick if something has 
gone terribly wrong, like a bad choice of 


` jetting causing severe detonation or a 


blown head gasket letting the water es- 
cape, but those things don't often hap- 
pen. The engines have no thermostats, 
and the water temperature will stay 
around 80-90? C. On a very hot day, as 
was encountered at the last Ontario 
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event, the gauge may climb to 100? C. 
or even a little higher, but the pressure 
cap on the radiator keeps the water from 
boiling, and while there's a loss of power 
when the engine overheats, the pistons 
keep pumping. 

Suzuki's choice of combustion cham- 
ber configurations makes a lot of sense 
in terms of their touring triple; they use 
a milled but otherwise unmodified 
cylinder-head on the racing engine and 
it is, in racing context, something less 
than a perfect choice. The combustion 
chambers are wide open, having no 
squish bands at all, and that’s good for 
fuel economy; it doesn’t provide a degree 
of combustion-process control compati- 
ble with high compression ratios. Ken 
says the Team adjusts compression ratios 
to suit conditions, and that they have to 
be careful. “We've got heads that have 
been milled from .5mm to 1.5mm, and 
three or four types of head gaskets. There 
are several combinations we can use, but 
some will blow the head gaskets very 
readily. When we want more acceleration 
we'll go to a thinner head or head gasket, 
if we can get the combination to live, but 
the higher compression does cut down 
the top speed a little bit." 

The engine we examined had “0.5” 
stamped on its cylinderhead, meaning its 
combustion chambers were 0.5mm lower 
than stock. With the head gasket used 
at Ontario, a high-speed circuit, the 
trapped compression ratio (calculated 
from exhaust-closing to TDC) was only 
6.76:1—almost identical to that of the first 
GT750, and below the new GT750’s 6.9:1 
ratio. That’s not much compression for 
a racing engine, but it is probably about 
all the engine will tolerate. Open, non- 
squish combustion chambers expose the 
entire piston crown to the upper-cylinder 
conflagration, and the TR750 pistons we 
saw had been operating close to their 
thermal limit. The pistons’ rings had been 
sealing beautifully, and there was. little 
evidence of scuffing or scoring on their 
skirts, but the underside of each crown 
carried a layer of baked-on castor oil that 
had turned pitch black. That color is nor- 
mal in a racing piston; it’s what you see 
when the engine is working hard. It also 
is just a notch from the temperature that 
will make the baked oil char—and the 
piston crown Cave in. 

The castor-based oil in question is 
Shell’s Super M, which is degummed, 
fortified and lots of other things . . . but 
not really available. Suzuki abandoned 
their automatic oiling pump when they 
installed six-speed transmissions; they 
pre-mix the Super M with the fuel, one 
part of oil to 20 parts of gasoline. There 
was some oil in the fuel (mixed about 35:1) 
when they were still using the pump, and 
it was the same Shell racing oil. Don't 
bother asking your local Shell service 
station operator for the stuff, because he 
can't get it and neither can anyone else 
who doesn't have contacts abroad. 

Half the two-stroke horsepower battle 
is fought with expansion chamber exhaust 
systems, and for the benefit of those who 
may be tempted to try for a hundred- 


plus-bhp GT750 we have presented a 
dimensioned drawing of a TR750 
chamber. We've tried to give you accu- 
rate measurements of the expansion 
chambers on the TR750, as we assume 
they were intended. The actual hardware 
is a little cobby, oval where it's supposed 
to be round, etc., and some error probably 
has crept into the picture. We think we're 
pretty close with the dimensions, and with 
the cone angles: two degrees for the first 
section of the diffuser; eight degrees for 
the second cone; and a shallow seven 
degrees into the first part of the baffle, 
which then steepens to 16 degrees (all 
these being included angles). The very 
short distance from the port window out 
to the first diffuser section, only 180mm, 
would give an extremely narrow power 
band if the exhaust pulses were puffing 
into a more divergent cone; the two- 
degree section probably behaves almost 
like a straight pipe, giving enough length 
between the engine and the main part of 
the expansion chamber to broaden the 
power spread. A final point worth men- 
tioning is that although we have drawn 
the TR750 expansion chamber in a 
straightened configuration it does actually 
curve leaving the port. Those who want 
to construct similar expansion chambers 
should ponder the difficulty of hand-ham- 
mering a shallow cone into a curve, and 
think seriously about using ordinary par- 
allel-wall tubing to bridge the 460mm dis- 
tance between the port and the main 
diffuser. 

Do-it-yourself types will have to think 
more than twice before they try to repro- 
duce the TR750's transfer and exhaust 
port dimensions in a stock GT750 cylinder 
block. In the first place, the race-engine 
porting is too radical for anything but 
racing. Second, there isn't really enough 
metal above the ports in the stock block 
to let you carve to racing dimensions 
without running the risk of breaking 
through into the water jacket. The top of 
the exhaust port window, for example, is 
fully 6mm higher than the same opening 
in a new-type stock GT750 block, and 
8.5mm higher than in the early one. Both 
old- and new-type blocks have their 
transfer port roofs 53mm down from the 
cylinder's top edge; the racing block has 
its transfers down 49mm. 

People who have something more than 
a nodding acquaintance with the AMA's 
rules will wonder, knowing the above, if 
maybe the fact that the TR750 we exam- 
ined had a non-standard cylinderblock 
casting didn't move it just a fudge-factor 
of distance to the wrong side of racing 
legality. We certainly wondered, enough 
to investigate the matter, but quickly 
found ourselves mired in a syntactic 
bog—the AMA rule book. Suzuki con- 
cedes that the TR750 cylinder block is 
a special casting, while taking the position 
that such castings are permitted by the 
AMA's rules—which forbid non-approved 
crankcase, cylinderhead and gear case 
castings but make no similarly specific 
mention of two-stroke engines’ cylinders. 
That’s odd, considering the book’s 
straightforward prohibition of special cyl- 
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inders for four-stroke engines, but that’s 
how it reads, and the people who loaned 
us the TR750 for close study surely would 
not have done so had they thought it was 
an illegal motorcycle. 

Our own perusal of the rule book had 
its usual effect—that of leaving us even 
more confused than ever—so we asked 
the A.M.A. to render an official opinion. 
After an entertaining display of semi-of- 
ficial and contradictory opinions, General 
Manager Ed Youngblood finally took 
charge and gave the Suzuki 750’s special 
cylinder assembly his, and the AMA’s, 
blessing—while conceding that "there 
might be a slight gray area with regard 
to the AMA rule book.” Youngblood got 
in the Final Word by stating categorically 
that the specially-cast cylinder block was 
absolutely legal from an FIM point of view, 
and ended the conversation by saying, 
“The AMA is going to have to make it 
very clear before Daytona that people can 
change the casting.” We find it difficult 
to imagine privateer foundries warming 
to the task, but there you are. 

Before you back-yard experimenters 
abandon hope of having your own 
hundred-horsepower Suzuki, or start try- 
ing to pry aracing block out of the factory, 
you should know that the special block 
really isn’t very special. Sure, the transfer 
and exhaust ports reach higher on the 
cylinder than their stock counterparts, but 
that’s nothing you can’t do by taking a 
different approach. The racing transfers 
have the same shape and width as those 
in a stock block, and there seems to be 
enough metal on both sides of the ex- 
haust port to allow for plenty of lateral 
carving. All you need is height, and we 
have a suggestion about that: insert a 
4mm-thick spacer under the late-series 
cylinderblock and cut a like amount off 
the top of the block to get the compres- 
sion back. Then cut the bottoms of the 
transfer windows 4mm lower, and do the 
same to the exhaust port—there’s plenty 
of solid metal below these port windows. 
You will then only have to trim 2mm above 
the stock exhaust port to get racing-block 
port dimensions for cylinder entry and 
exit. That leaves only the intake, which 
can be handled by lowering the port floor 
(and the port window's lower edge) 3mm, 
and trimming the rear of the stock piston’s 
skirt 2.5mm. 

‘Just in case anyone wants to go all the 
way with their Suzuki GT750 we've also 
provided specifications for all the racing 
carburetor jetting. We don't know what 
you'd have to do with the clutch to make 
it hold the power; we're sure anyone 
who'd tackle the rest of it would find a 
way. Making up a six-speed transmission 
obviously is out of the question for anyone 
but a millionaire, but we have a hunch 
that the stock five-speeder would be fine 
for a machine geared to do maybe 120 
mph at the top. The power band is not 
too narrow, and there's such a lot of 
power that you'd have a really thrilling 
ride even if the engine dropped off the 
pipe every time you shifted. We've told 
you all about how Suzuki got the power; 
it's something to think about. © 
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HONDA 125... Continued from page 68 

More than rear damping is missing on 
the S3. The tachometer is gone, probably 
a casualty of the cost-accounting depart- 
ment. As a sop, the rider gets gear bands 
painted on the speedometer face. An- 
other victim of the product-cheapening 
department was the centerstand, which 
is sorely missed. When our test S3 had 
a flat rear tire, we were lucky it deflated 
close to home so we could change it in 
the Cycle shop. There we could jerry-rig 
center support and elevate the rear 
wheel. Out in the field, with only the side- 
stand for help, taking the real wheel out 
and putting it back in would have been 
an aggravating chore. 

There are old and new parts to starting 
the 125 Honda. The key switch still re- 
sides under the left side of the tank. But 
the key is new—a reversible item which 
eliminates a lot of fumbling around under 
the tank: just find the slot and slip the 
key in. Upside-down is just as good as 
right-side-up. Turning the key to the on- 
position also lights up the headlamp. 
Thirteen states now require daytime 
headlamp operation, so Honda has ex- 
tended the automatic-on feature to nearly 
all their street legal models. (The only 
exceptions are the MT-250, MT-125 and 
XL-100). Unlike electric starter models, 
the 125 single has no provision for killing 
the headlight when the starter (the kick- 
starter on the 125) operates. If the six-volt 
battery is weak or any ignition component 
is failing, the headlight will be sapping the 
ignition circuit, thus compounding the 
starting difficulties. 

The engine has periods of vibration, 
buzzing noticeably at times but never 
annoyingly so. Despite its rev-range, 
which extends to 10,000 rpm, the engine 
doesn’t produce that electric sizzle com- 
mon to two-stroke singles, an insidious 
vibration which numbs the rider and 
gnaws off filaments in headlight bulbs. 

The Honda single has an acceptable 
spread of power; in fact, without the 
speedometer bands, a rider might shift 
too soon, thinking that he had pushed the 
engine to its limit. Running the engine 
completely through the guidebands pro- 
duces a revelation: the engine seems 
sufficiently willing up to 8000 rpm, but 
really gains strength when you let it soar 
to 10,000-plus. This upper-range power 
puts a sporting edge on a little motorcycle 
which, below 8000 rpm, might be written 
off as a docile putt-around suburbanite. 

When the engine wings full-tilt through 
the gears, shifting points fall at conve- 
nient road-speed intervals. The third-to- 
fourth shift comes at 45 mph while the 
four-five break occurs at 55 mph. Out in 
traffic, this staging permits you to take 
a good run at 50-55 mph cars in fourth. 
You won’t blast around with an explosive 
charge, Superbike-style, but then again 
the CB-125 S3 won't make you languish 
in the passing lane, leaving you eyeing 
the mirrors and praying. 

Really steep grades can force the 
Honda back into third, but we resorted 
to cog-three only once for climbing lever- 
age: a tough little road launched off a 


canyon floor and rose like a mortar shell 
through a high pass. The Honda can mow 
down fair-sized hills in fourth, and the 
nastiest big road grades likewise yield to 
fourth. Fifth is the open highway norm. 

States with 15-horsepower freeway 
regulations will frown on the Honda 125 
for use on the Great Concrete Ways. 
American Honda Motor Company makes 
no Official horsepower claim for the mo- 
torcycle although the bike makes suffi- 
cient power to keep out of trouble on 
55-mph motorways. If you were ever 
stopped on a California freeway, you 
would have no way to prove that the 
motorcycle had 15 horsepower. But it’s 
more likely you'll get a speeding ticket 
on the Honda single because the bike is 
capable of moving far faster than 55 mph 
and doesn’t mind doing so. 

On level stretches with the rider 
clinched in a wind-cheating crouch, and 
with the engine fairly singing in fifth, 75- 
mph will come up on the speedometer 
face. The S3 has enough top-end perfor- 
mance so that Honda felt obliged to engi- 
neer more rake and trail into the S3 for 
greater stability at speed. The S2 had rake 
of 26.7 degrees and 3.3 inches of trail. 
The S3 steers slower with 27.2-degree 
rake and 3.8 inches of trail. 

Stopping gear is unchanged from ear- 
lier models. The S3’s mechanical disc 
brake anchors the front while a small 
drum slows the back wheel..Although the 
disc brake requires more hand pressure 
than some riders like, there’s no shortage 
of power for those with a firm grip. 

The least attractive part of the Honda 
is its suspension. The bike, thanks to the 
spatial relationships between seat, bars 
and pegs, positions the rider well. The 
saddle offers a comfortable perch, and 
the softly-sprung suspension even reacts 
to small ripples in the pavement. That’s 
all very well until you discover that the 
shock absorbers have no damping (and 
no way to pre-load the springs). Running 
across a series of bumps at 45 mph in 
a straight line could—and did—cause the 
bike to rock fore to aft and back again 
on its suspension. Without damping, the 
pogo-rock would continue until the en- 
ergy stored in the springs finally dissi- 
pated. In corners, the suspension proved 
so flaccid that bump-induced surging can 
cause the front end to get very light. 

On smooth pavement, the Honda be- 
haved well and tracked accurately 
through corners. So long as you exercise 
common sense, ride the bike precisely, 
cut your lines deftly, and avoid bumps 
religiously—the Honda won't bite you. But 
those who fancy themselves as real 
corner-jockies should immediately invest 
in good shocks. 

Despite the fact that Honda’s account- 
ing-gnomes snatched off the centerstand 
and tachometer, and despite the fact that 
the product-cheapening forces prevailed 
in matters of suspension, the Honda CB- 
125 S3 is a better piece than its prede- 
cessors. Honda has done the hardest part 
in creating a small sports bike—they've 
pulled more reliable horsepower out of 
the 125 engine. e 

CYCLE 


The finest custom made leathers for the 
pleasure or sport rider. Factory direct only. 


Catalog available. 
2443 S.E. DIVISION, PORTLAND, ORE.97202 


course to every Charles Atlas pupi 
My method of DYNAMIC-TENSION Veg 
starts giving results in just 7 days— J 
| add pounds of big muscles—l se 
à pot belly. Send name, address g” 
for my 32 page book—FREE. 


CHARLES ATLAS 
49 W. 23rd St. New York, N.Y.10010, Dept. p226 


>> = dd 


| TE 
SPARTAN School” RA 

D Aeronautics Dept. EAOTG SS 
International Airport, Tulsa, OK 74151 


| Name 
| Address Licensed by ~ 
siis lip Private School 


ity —— ————— Board of Oklahoma | 
Check here if eligible for GI Bill benefits. 


Approved for VETERANS, 














NEW FREE CATALOG 
Thousands of items for cycle & rider 


CALL YOUR ORDER IN TODAY — 
NEW TOLL FREE ORDER PHONE 


(800) 421-0520 
RACECRAFTERS 


7932 Sunset Boulevard 
Los Angeles. CA 90046 


ABOUT YOUR 
SUBSCRIPTION 


Your subscription to CYCLE is 
maintained on one of the world’s 
most modern, efficient computer 
systems, and if you're like 99% of 
our subscribers, you'll never have 
any reason to complain about your 
subscription service. 

We have found that when com- 
plaints do arise, the majority of them 
occur because people have written 
their names or addresses differently 
at different times. For example, if 
your subscription were listed under 
“William Jones, Cedar Lane, Mid- 
dletown, Arizona," and you were to 
renew it as “Bill Jones, Cedar Lane, 
Middletown, Arizona," our computer 
would think that two separate sub- 
scriptions were involved, and it 
would start sending you two copies 
of CYCLE each month. Other exam- 
ples of combinations of names that 
would confuse the computer would 
include: John Henry Smith and 
Henry Smith; and Mrs. Joseph Jones 
and Mary Jones. Minor differences 
in addresses can also lead to dif- 
ficulties. For example, to the com- 
puter, 100 Second St. is not the same 
as 100 2nd St. 

So, please, when you write us 
about your subscription, be sure to 
enclose the mailing label from the 
cover of the magazine—or else copy 
your name and address exactly as 
they appear on the mailing label. 
This will greatly reduce any chance 
of error, and we will be able to ser- 
vice your request much more 
quickly. 


FEBRUARY 1976 











CARL CRANKE Continued from page 59 


reaching for a colossal hammer, which he used 
to fetch the upper triple crown a mighty clanger. 

“That got it,” said Carl casually, and the 
tube had moved the sixteenth of an inch nec- 
essary to slip it out by hand. His use of the 
hammer lacked the finesse I expected from 
his reputation as a mechanic. When I men- 
tioned this to him later he laughed and said, 
“Tve run into that problem before and wasted 
a lot of time with penetrating oil and torches, 
but always ended up smacking them out any- 
way. You see, I knew who had tightened those 
stanchions in the first place so I knew how 
stuck they were. I tightened them on the Isle 
of Man.” By contrast, in the delicate job of 
changing the carburetor needle position Carl 
displayed the dainty side of his mechanical skills 
by maintaining hospital sterility in the work area 
and deftly removing tiny clips and cable guides. 
Most people consider the job as challenging 
as a Chinese puzzle, but Carl never wasted 
a movement in all the tricky operations—like 
compressing the spring and aligning the slide. 
He can even answer questions while he works. 


Cycle: Was there criticism of the Trial because 
they used so much pavement and allowed 
traffic to become a problem? 

Cranke: Primarily due to land-closure prob- 
lems, there was a lot of pavement and it was 
extremely dangerous because everyone except 
the Englishmen were mentally geared for driv- 
ing on the other side of the road. Most of 
us drove around in cars before the Trial to 
get used to driving on the left side of the road, 
but we never fully adapted. When you got in 
a little circumstance where you had to do 
something quick, you would go back to your 
natural reaction. A lot of guys hit cars. Over 
there they kind of have a general rule that 
whoever is the biggest has the right of way. 
And it is a pretty accepted rule. 

Cycle: Like the truck that ran over Jeff Gerber’s 
bike after he laid it down to miss a car stopped 
in front of him? 

Cranke: That was a brand new 75 Penton. 
The Britishers said a lorry hit it; it was a huge 
cement truck. 

Cycle: Did they block off any streets except 
for the road ‘race? 

Cranke: No. You were just left dueling it out 
with the cars. 

Cycle: What percentage of the Trial was held 
on paved roads? 

Cranke: There was a lot of pavement on the 
first and second day. | can't really say what 
percentage for the whole Trial, but a lot. 
Cycle: About 50 percent? 

Cranke: About 50 percent. On the third and 
fourth day there wasn’t much road at all. The 
trail was real rough and the weather was real 
bad. On the fifth and sixth day it was a combi- 
nation of road and trail. Sometimes you rode 
6 or 7 miles, or maybe even 10 miles, down 
pavement at 55-60 mph and then suddenly 
you hit a trail and you were immediately over 
your head on speed because you had been 
going fast for so long. It is really hard to adjust 
your highway pace to trail pace and back again. 
Cycle: Dirt riding requires consistent rhythm. 
Cranke: Yeah, and I couldn't get any trail 
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rhythm getting off a road. Maybe it doesn’t 
seem like adapting would be hard, but it is. 
Pm sure it contributed to the crash. 

Cycle: That crash almost did you in. What 
happened exactly? 

Cranke: We had just ridden a big long road 
section and hopped onto the beach where 
there was a lot of sand and some old foxholes 
or something. It was pretty nasty stuff and the 
speed average was high. Malcolm (Smith) was 
on the same minute as me and we would take 
tums leading. Malcolm was leading and I saw 
his rear wheel hit a hole. I don't know why, 
but I veered to the left where the worst part 
of the hole was. I couldn't quite see it in the 
sand. It was big and I hit it where it curved 
away from my tire. Instead of bouncing straight 
up I kicked over the bars sideways and landed 
right on my face. The bike flew over me. 
Cycle: Didn’t you have a face mask? 

Cranke: No. Just goggles. It was a nice day. 
It blew the lenses out and messed up my face 
pretty good. I had a good cut under my left 
eye, several cuts under my chin and a big 
half-inch gash inside my mouth that bled a 
lot. My eye was nearly swollen shut and the 
whole side of my face was black and blue and 
raw meat. It broke my nose. 

Cycle: What did you think? 

Cranke: I thought I had broken my neck be- 
cause | couldn't feel much in my shoulders 
and my head really hurt bad—real sharp pains. 
I was kind of sitting on the ground and as 
soon as I knew I could move my head, I began 
feeling better. Malcolm came back but he 
looked all distorted and I asked, “What do 
I look like?’ He said, “not too good.” We 
knew we weren't far from a check because 
we had ridden that section the day before in 
the other direction. I rode on to the check 
and he followed me and said I looked like I 
was riding OK so I went on. My mouth was 
bleeding so I stuck a rag in it. It bled off and 
on for the next three days. 

Cycle: What happened to your bike? 

Cranke: Bent the forks and handlebars. That’s 
all. So the next morning I changed the handle- 
bars and rode it with a bent fork. 

Cycle: Didn't that limit travel? 

Cranke: No. Only one leg was bent and that 
was up at the top by the triple-crown. It still 
had full travel but it offset the wheel so it didn’t 
line up with the fender. So on the third and 
fourth day it threw mud in my face all the 
time. That was a bitch. 


When Carl and Honda and I went riding 
there was no mud. Conditions were perfect. 
I was to ride “Old Blue,” the 1974 Six Day 
Penton from Italy; Carl would ride “New Blue,” 
the Isle of Man bike; Honda, who is known 
for occasionally suffering the consequences of 
berserk riding, would ride another 400 Penton 
called “Black and Blue." We drove 45 minutes 
in the van from Carl’s house and parked on 
a logging road in the middle of a huge forest. 
After a short warm-up the wheelies started. Carl 
doesn't just pop a little one when shifting into 
second gear. He lifts off at 30 mph and stays 
elevated all the way to sixth gear if he wants, 
powershifting and actually going around tums 
if they aren't too sharp. The noise and power 


of it all is breathtaking. (I tried powershifting 
in the middle of a wheelie a couple of days 
later and looped a Yamaha.) Cad seid you 
have to use the rear brake when you do wheel- 
ies. He frequently uses the rear brake with 
the power on— going into fire road turns and 
coming out of them, in mud, in rocks, on sharp 
buzz tums. He never wants to get caught off 
the pipe. He even said something about using 
throttle and brake simultaneously on downhills 
to keep the tire from locking up. Nothing I 
learned from Carl was more valuable than his 
rear wheel braking techniques. 


Cycle: Why did all the Six Day riders use old 
tube-within-a-tube Koni GP shocks instead of 
the new trick gas shocks? y 
Cranke: Shocks are a marked part and you 
can't change them. If your shocks go away 
vou might not be able to stay on time. So 
you have to use something rebuildable. I can 
rebuild a Koni in 7 minutes, which is no sweat 
in the 10-minute moming work period. None 
of the gas shocks are rebuildable— except the 
Marzocchis, and they take too long. The gas 
shocks are good and they would probably last 
but you can't take a chance that someone 
made two good ones. The Girling people were 
over there and they didn't even ask why we 
don't use their shocks. They pretty much know 
we have to use something rebuildable. 
Cycle: Do you feel any performance loss was 
offset by the rebuildable factor? 
Cranke: Sure. If there was any difference in 
performance it would be that you would have 
to take more abuse than with a standard shock 
for short periods, like in the special tests. But 
I contend that if you put me on a fast straight 
with big bumps and gave me a standard sus- 
pension motorcycle and long-travel motorcycle, 
I can go down that straight at the same speed 
with both motorcycles. The only difference is 
that I could go down it more times with the 
long travel. 
Cycle: The winning West Germans used no 
bikes bigger than a 175. Why? 
Cranke: There’s an advantage to spreading 
yourself out in as many classes as you can, 
and the little classes don’t have that many 
entries. A good rider can dominate those 
classes if he has a good motorcycle and by 
so doing he doesn’t collect hardly any penalty 
points for his team. When you’ re riding against 
the Czechs in the big classes, you just can’t 
beat them. 
Cycle: Isn’t there a disadvantage in having a 
little 100cc bike in tough terrain? How can they 
climb some of the hills? 
Cranke: Zundapps are the most specialized 
bikes there are. If you take a 110-pound Ger- 
man and put him on a 100cc bike with 18 
horsepower, it becomes totally different from 
you or me on a 100 Honda. Their little 50s 
have 10 horsepower and 12-speed gearboxes. 
Cycle: Even so, you’d think such tiny bikes 
would have their necks wrung:so badly that 
they'd die. 
Cranke: Well, all the Zundapps and Simpsons 
and Gileras have a chrome bore, and as long 
as they don't get dirt in them, they won't lose 
half a thousandth of piston clearance in six 
days of competition. 

CYCLE 


Cycle: When Tom Penton’s bike caught fire 
on the first day and he dropped out, what did 
that do to the team’s score? 

Cranke: Essentially you’re finished. A missing 
man adds something like 15,000 points per 
day to the team score. That’s it. When I saw 
the bike beside the road, and it was pretty 
bumed-up so I couldn't tell whose it was, I 
had a bad feeling it was one of ours. I just 
couldn’t pinpoint who. At the check they told 
me it was Tom. It was pretty disheartening to 
get to the very first check on the first day and 
know that you’re out of the Trophy Team 
competition. It makes you—I don't know—I 
guess you can go in a lot of different directions. 
It can make you want to try hard individually, 
or really get to you because your team can’t 
win. Or didn’t even have a chance. That’s the 
way it affected me. Jackie it affected different- 
ly—he is a real individual performer. That’s his 
contribution to the team—he just goes wide 
open and if he makes it he does a good job. 
Cycle: What happened to Tom’s bike? 
Cranke: I can't say. I really don’t know. 

Cycle: John Penton told us on the phone that 
Tom wrapped some fiberglass insulation 
around the outside of his pipe to help keep 
the noise down and it insulated the pipe so 
well that it got hot as a blast furnace and ignited 
the foam in the airbox. 

Cranke: Something like that is what happened. 
Tom was the only one who wrapped his pipe. 


Carl sometimes makes mistakes too. Ten 
minutes and 100 wheelies into our trail ride, 
Carl stopped. “I just got to thinking and I don't 
think this thing has any gearbox oil.” He laid 
the Penton on its side and pulled the gearbox 
inspection plug. Bone dry. “We drained the 
oil for shipping and I forgot to replace it,” said 
Carl with no particular embarrassment or con- 
cem. “How could the gearbox run without oil?” 
I asked, amazed that it hadn’t locked up. 

“All the shafts and gears run on needles,” 
said Carl, “nothing got hurt. I was wondering 
why the clutch worked so welll” He dumped 
in a pint of Hi Point oil we had brought to 
mix with gas and added a few more ounces 
borrowed from Honda’s bike. Then he buried 
the empty oil can and off we went. 

. Carl quickly disappeared on a fast road cut 
along the side of a mountain. The entire 
mountain acted as a huge berm to our right 
and as I was cruising along enjoying the scenery 
when I thought I saw tire tracks 20 feet up 
on the side of the road cut. I figured it was 
an erosion pattem or something. But down 
the road a little further was another track which 
looked like the St. Louis arch. It went from 
the road straight up a near vertical cut and 
looped back down onto the road. To make 
such a track a motorcycle would have to be 
perpendicular to the mountainside, just like an 
old velodrome bike. I sped up and saw the 
source of the tracks: Carl was “playing” on 
the side of the mountain. His trail discipline 
must be so strict in competitive events that he 
fills his playriding with “fun stuff’ such as 
wheelies and St. Louis arches. 


Cycle: Who are the up-and-coming Six Day 
riders in the U.S.? 


FEBRUARY 1976 


Cranke: It's hard to say but I think from this 
past year the Ossa rider—Kevin Lavoie—has 
to be considered. He’s young and has a lot 
to leam, but he's a good rider and has sawy 
and determination. Gary Younkins is very good. 
Max Markowitz is young and fast but he’s got 
bad knees, or at least one bad knee. He’s 
had it operated on and needs another opera- 
tion. You can’t bet on his future. Just like Don 
Stover—he was a good rider but he had parts 
of his body that just weren’t working. 
Cycle: How do you train for the Six Day? How 
true are the rumors of 5-mile runs and 100 
push-up a day? 
Cranke: I exercise sometimes if the mood suits 
me. Not very much. I just ride as much as 
I can and stay healthy. Back in Ohio before 
leaving for the Six Day everybody was sick. 
Jackie had a cold, and everyone was going 
to the doctor. Then the TV comes on and 
says there is this encephalitis epidemic spread 
by mosquitos and we have mosquito bites all 
over us. I could envision me in England with 
encephalitis or whatever it was. It killed some 
people. That just totally blew me away. I try 
to stay away from things like that. 
Cycle: Is riding the best training? 
Cranke: Sure. Would vou tell a swimmer to 
ride a motorcycle before a swim? It makes good 
sense that the best training for riding a motor- 
cycle is to ride one. 
Cycle: Who trains the most on the U.S. Trophy 
Team? 
Cranke: Probably me, and | don’t train at all. 
Everyone pretty much rides. The guys back 
East ride more than we do. Every single week- 
end. Jackie and Tom ride an enduro or trial 
50 weeks a year. I love motorcycles but I want 
to enjoy them. I don’t want to ride every 
weekend. If you center your entire life around 
motorcycles you won't be able to do it for very 
long. That’s the way I look at it. 
Cycle: Does John Penton, or Trophy Team 
Manager Larry Maiers, have any ideas on 
(Continued on page 102) 
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SAVE BY DOING YOUR OWN — make money cys- 
tomizing for others. Learn how professionals 
create wild designs . . . flames, murals, etc. Plus, 
how to install portholes, scoops, techniques of 
IRE Or CARE Hn E te Tools in- 
cluded. Rush name, address, zip, state age. 
COLOR BROCHURE salesman will cali.. “Careers Thea Re tea" 


CUSTOMIZING CENTER 4401 Birch St., Dept.caore, Newport Beach, CA 92663 





= REE Sema 





(NY ^ MOTORCYCLE 


MECHANICS 
INSTITUTE 


NOW TWO CAMPUSES: 

e Phone (602) 971-9727 
2644 East Bell Road 
Phoenix, Arizona 85032 

e Phone (714) 898-6609 
15532 Computer Lane 
Huntington Beach, 

California 92649 


TO PREPARE YOU FOR 


YOUR PROFESSIONAL CAREER: 
e Small classes for more 
individual attention 
e Day or night classes 
e Certified 


YOUR EDUCATION IS OUR 
PRIMARY OBJECTIVE. 


YOUR PROFESSIONAL SUCCESS 
IS OUR REPUTATION. 


PLEASE RUSH CATALOG FOR: 
[] Arizona Campus 
(J California Campus 
Name 
Street 
City 

















THE NEATEST 
SLICKEST 
TRICKEST 


READY TO USE INSTANTLY 


FOR YOUR 





ae E SE 


TORING CABLE LOCKING SYSTEM CARRIED IN g FRAME 

a tually indestructible, foiling rip-offs and villains and mak- 
ing sure your Bike is still there when you want it. Convenient, quick, 
and easy! No more hassle with chains and other lockin parapherna- 
lia and trying to find a place to carry them. The Guardian Angel is 
always with your bike. Available in two styles (either style can be ised 
on any bike). 
CUSTOM — WELDED INSTALLATION — $21.95 — SEE DEALER 
BOLT-ON - EASILY INSTALLED BY THE DO-IT-YOURSELFER AT — $27.95 — MAIL ORDERS 
Kits supplied in primer coat. For chrome locking eye add $4.00 — to 
include Master +17 case hardened lock — add $8.00 — all orders 
add $2.00 postage; E handling. State make, year, and model when 
ordering. No. C.O.D 


Suae ONLY FROM (Es = FREI ES 


MFG. FANTASTIC POWER CABLE LUBER AND FROG JUICE 
Freedom Industries 13930 Stansbury Detroit, Mich. 48227 


GIAN pr 
STAR MOTORCYCLE 
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Cycle 


MARKET PLACE 


GENERAL INFORMATION: First word in all non-display classified ads set in caps at no extra charge. ALL copy subject to publisher's approval. All advertisers 
using Post Office Boxes in their addresses MUST supply publisher with permanent address and telephone number before ad can be run. Ads are not 
acknowledged. They will appear in first issue to go to press if received after closing date. Closing Date: 3rd of the 2nd month preceding cover date (for 
example, March issue closes January 3rd). Send order and remittance to Classified Advertising, CYCLE, One Park Avenue, New York 10016, Attention: Hal 





Cymes. 


NON-DISPLAY CLASSIFIED: COMMERCIAL 
RATE: For firms or individuals offering commer- 
cial products or services. $1.75 per word (includ- 
ing name and address). Minimum order $26.25. 
Payment must accompany copy except when ads 
are placed by accredited advertising agencies. 
Frequency discount: 596 for 6 months; 1096 for 12 
months paid in advance. READER RATE: For 
individuals with a personal item to buy or sell 
$1.00 per word (including name and address). NO 


- MINIMUM! Payment must accompany copy. 


DISPLAY CLASSIFIED: 1" x 1 col., $90.00; 2" x 1 
col., $180.00; 3" x 1 col., $270.00. Col. width 
2-1/4". Advertiser to supply film positives. Please 
write or phone for frequency rates. 





FOR SALE 





BMW 


1975 BMW R90S. Orange. Perfect. 1400 miles. $3400. (215) 
GR 6-1200. (215) IV 3-3841. 


DUCATI 


UCA 


900 S.S. - 750 SPORT 
DESMO SINGLES 


CONTINENTAL MOTOSPORT INC 
975 KING ST. W. - SHERBROOKE 
QUEBEC-CANADA 819-562-0233 

















LAVERDA 





1975 750cc $995, Fairing $70. J. Sanford. Gaylordsville, CT 
06755. (203) 355-0185. 


MISCELLANEOUS 


$100 WEEKLY POSSIBLE! Clipping newspaper items. 
Stuff/address envelopes. Information — send stamped 
envelope. Income Opportunities, Box 721-ZD, Lynbrook. 
NY 11563. 





APPAREL 





FINEST QUALITY LEATHER motorcycle jackets. shirts, 
pants, boots, belts, gloves, vests, helmets, raingear. 
World's lowest prices. Immediate delivery. Catalog 25 
cents, Herm's Leathertogs, Dept. C.. 701 Northampton St.. 
Easton, Pa. 18042. 








{TAYLOR'S 
iN GOGGLES 





WRITE FOR FREE CATALOG 
P.O. Box 5023 * Santa Barbara, Calif. 93108 





SEND $1.00 for catalog. Parts and accessories. Suzuki, 
Triumph, BMW, BSA. Spa City Cycle Center, 71-4 Church 
Street, Saratoga Springs, New York 12866. Call (518) 584- 
4778. SPECIAL: $2.99 for BMW, Honda oil filters. 





ACCESSORIES 





THROTTLE HELPER 
Counteracts throttle spring tension. 
Ends forearm fatigue safely. 


Mounts easily inside most 
7/8" handlebars. 

Money back 

guarantee. 


$8.95 PPD. 

Info on request. 

Dealers inquire. 

Give make & model cycle. 
CMB MFG. CO. DEPT. A 

BOX 57, TEMPE, AZ. 85281 


U.S. Pat. V 
3752006 








PREVENT BATTERY RUNDOWN! LIGHTGUARD Sounds 
Warning when headlights are left on! Easily installed. $7.95 
Guaranteed. Two Brothers, Box 517CA, Closter, NJ 07624. 












Bolger Tools, Head Temp. Gauges, 

ALO Etching Solution, Safety Wire, 

Fiber Glass Repair Kits, Heurer, 

Alloy Torque Arms for TZ'S, etc. 
Catalog — $1.00 


RACERS' SUPPLY HOUSE 


Box 449 Maynard, Ma. 01754 








PROTECT your car with “WATCHDOG” Auto Alarm. 10 yr. 
guarantee. Send $14.95 to LERNER, Box 829, Radio City 
Station, NY 10019. 




















CDI IGNITION 
FOR SINGLE CYLINDER MOTORCYCLES 
—ELIMINATES POINTS 


The Mototek CDI will convert any flywheel-magneto or ET ignition to a breaker 
less capacitive discharge ignition. Works on 2-strokes and 4-strokes. From 
50cc trail bikes to 500cc motocrossers. you'll feel the difference a good igni 
tion makes. Equals or exceeds the performance of factory CDI's. Everyone who 
sees it likes it. Complete. ready to install. Detailed instructions. Two year 
varantee. Inspect the Mototek at our expense. Send check or money order for 
fü 00. We'll rush your order. If not 100% satisfied, return in 10 days. full re 
fund, we pay postage. MARTEK PRODUCTS, DEPT. C, BOX 1639. CARLSBAD, 
CALIF. 92008 








BUSINESS OPPORTUNITIES 





FREE BOOK “2042 unique proven enterprises." Work 
home! Hayling-B, Carlsbad, CA 92008. 


BUG COLLECTER SUNGLASSES TH 

Stop plucking bugs from your eyeballs. 
These sunglasses give full eye coverage 
* Cable earpieces so they can't fall off 
your face * Impact-resistant glass lens in 
choice of yellow. grey. or green * Triple 
braced rhodium plated wire frames * 
Brow rest * Carrying Case * 30 day money-back guarantee * Fast delivery + 
Send only $6.95 for 1 pair. or $11.95 for 2. or $16.95 for 3. Postpaid. For Air 
Mail or Foreign shipments add .55 per pair. You may also use MasterCharge 
or BankAmericard, make sure you copy all numbers on card. 


HIDALGO SUPPLY GO: DEPT. 8 
PO BOX 35339 = HOUSTON: TEXAS 77035 








NEW! 750 FOUR BELT BUCKLE 





OF ARIZONA 


Dept. 40 Box 294 

Phoenix, AZ. 85001 

(3903 N. 16 St) 
Marque cast in jewelers metal — high fire 
glazed — on heavy chrome steel plate. 
Buckle only $5.00 Bl Buckle & 134” black leather 
belt $10.00 MIPlus 75c shipping. E Send 50c coins 
for COLOR PHOTO CATALOG of Road 
Leathers, Studded Belts, Wristbands. $ 
BankAmericard phone orders 602-266-4861 





EMBLEMS. Top quality, embroidered, guaranteed color- 
fast. Direct to you from leading factory. Order 25 to 25 
million. Firm quote from your own sketch or Design-Guide 
supplied free. A-B Emblem Corp., P.O. Box 9695, Weaver- 
ville, N.C. 28787. 


EMBLEMS custom made, minimum ten, guaranteed six 
weeks delivery. TLMCZ, 1929 East 52nd, Indianapolis, 
Indiana 46205. (317) 257-1424. 

CYCLE KERCHIEF. Protects your face and neck from the 
cold air that your face shield doesn't stop. Satisfaction Gu- 
aranteed. Send $3.95 to: Blue Moon, Box 1097, Carrollton. 
Ga. 30117. 











CYCLE SERVICES 





CUSTOM CHROME PLATING, Specialists in cycle and 
antique restoration. Steel or Aluminum. We guarantee both 
our work and delivery dates as quoted. Call or write: 
Jackson Plating Company, 444 East South Street, Jackson, 
MI 49203. Phone: 1-517-782-6200. 





CYCLE INSURANCE 





LOW RATES. Coverage available in most States. Write for 
application. Motorcycle Underwriters, 466-C Main St., Glen 
Ellyn, Ill. 60137. 





CYCLE PUBLICATIONS 





SURVIVAL/GUERILLA/MILITARY — Books/Manuals. Cat- 
alog 50 cents. "Survival" Food Storage List 50 cents. Rush 
to: KEN HALE, (BFC-50), McDonald, Ohio 44437. 





Road Rider 


The only motorcycle magazine 
published solely for the touring 


rider. $10.00 for 12 issues, or 
send $1.00 for a sample copy 
to: P.O. Box 678, Dept. E, 
South Laguna, CA 92677 








BIKER MAGAZINE is for the street-riding man. Published 
bi-weekly. Take a 3 month trial subscription for $1.97, or 
subscribe one year (26 issues) for $7.00 and get a nifty 
BIKER pin. BIKER, Box 2610, Long Beach, CA 90801. 


Gordon Jennings’ Guide- 
book to Power. Design 
Formulas for tuned ex- 
haust, port timing, carb 
size and much more for 
the engine modifier. Two 
Stroke Tuner’s Handbook, 
$5.00. 


HOW TO WIN MOTOCROSS, 
official book of the Gary 
Bailey MX School, $5.95. 
: MOTORCYCLE TUNING FOR 
PERFORMANCE, how to adjust your carb and igni- 
tion, $5.95. STREET BIKE FUN, riding tips, cafe 
racers, side hacks, $5.95. TRAIL BIKE, how to get 
there and back again, $5.95. HOW TO RIDE OB- 
SERVED TRIALS, riding, scoring, laying out sec- 
tions, $5.95. THE BOONIE BOOK, makes you a 
better dirt rider in 3 weeks, $5.95. MONEYBACK 
GUARANTEE. Order direct from publisher. Send 
name, address, M.0. or check with list of books 
desired. Add 50c per book for shipping. 


H. P. BOOKS Box 5367 Dept. CY 16 Tucson, AZ 
85703 
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EMPLOYMENT INFORMATION 





OVERSEAS JOBS—Now hiring. 103 countries, all 
occupations, high pay, free transportation, tax benefits. 
Latest computerized reports—$2.00. TRANSWORLD, 
International Airport, Box 90802-CY. Los Angeles, 
California 90009. 

AUSTRALIA—NEW ZEALAND WANTS YOU!!! 50,000 Jobs! 
Paid transportation! Latest information and forms: $1.00. 
AUSTCO, Box 3623-CY, Long Beach, Calif. 90803. 
OVERSEAS Employment. . . Australia, Europe, Asia, South 
America! All occupations! $700-$4,000 monthly! 
Employment International, Box 29217-WN, Indianapolis, 
Indiana 46229. 

BOOMING MIDDLE EAST Jobs!!! $800—$5000 Monthly! All 


Occupations! Free Transportation! Directory / Forms $2.00. 
Worldwide, Box 948-KC, Long Beach, CA 90801. 











EXCITING OVERSEAS JOBS! Over 100 Countries. ..Now 
Hiring! All Occupations. $800—$5000 Monthly. Latest 
Printouts $2.00. Jobworld, 6311-KC Yucca, Los Angeles, 
CA 90023. 


SOLDIERS OF FORTUNE.. Middle East. $1100-$2000 
Monthly! Information / Forms $3.00. Captain Miller, Box 
91395-KC, International Airport, Los Angeles, CA 90009. 








EQUIPMENT AND PARTS 





IF YOU NEED 


PARTS 


Mail Order Service Worldwide. 
111 Sunrise Highwa' 
Ante Y 1701 CYCLE CITY Inc. 


SUZUKI PARTS: Large inventory— Champion Motorcycles, 
840 Main, St. Charles, Illinois 60174. 


HONDA MOTORCYCLES AND PARTS ARE CHEAPER IN 
CENTER, TEXAS. When ordering parts please give us 
Model, Year, Frame Number and Engine Number. HAYDEN 
HONDA, P.O. Box 829, Center, Texas 75935. Phone (713) 
598-2330 and 598-2322. 


HONDA PARTS 


ONE DAY MAIL WORLDWIDE 
State: Model No., year, frame, & engine nos. 
COMPLETELY NEW 80 PAGE PARTS-ACCESSORY CATALOG 
Send 60¢ postage & handling ($1.50 air) 


HONDA of MINEOLA 


336 Jericho Tpke., Mineola, N.Y. 11501 e (516) 248-5558 


NATION WIDE 
TRIUMPH 


Mail Order Service 
OF WELLESLEY 



















184 Worcester St. 
Wellesley Hills Mass oz 
617 235 9729 













P.O. Box 69694 
est Hollywood, Ca. 90069 
Telephone (213) 652-7266 


Send for your free 60-page catalog. 








SAN DIEGO MOTORCYCLE SALVAGE. USED parts for all 
makes and models. 2676 Newton Ave., San Diego, CA (714) 
235-6261. 


PARTS & MANUALS 


New Super Catalog 
322 Pages Color 
8000+ Items, $1.00 


YAMAHA-PENTON 


WISCONSIN’S LARGEST 


3 
DJ S YAMAHA DEALER 


17550 W. Blue Mound Rd. Brookfield, Wisc. 53005 
1 Day Shipping (414) 786-8390 


BSA Parts 


Kawasaki Parts 


SHIPPED SAME DAY 
NORFOLK Box 81, Rte 1A 
MOTORCYCLES Norfolk, MA 02056 
Call (617) 384-7555 

PHONE: 


OYAL (213) 286-2550 
NFIELD ves: 
















Mail Order Parts, Shop Manuals, etc. 
Largest Stock in U.S A. — Tell us your needs today! 
304 Agostino Rd., San Gabriel, Ca. 91776 








WARDS RIVERSIDE 
MOJAVE (By Benelli) 
PARILLA 
CAPRIOLO 


PARTS 


World's largest inventory 
for Italian motorcycles 
Rebuilt Engine Exchanges 
COSMOPOLITAN MOTORS, INC. 


Hatboro, Pa. 19040 
(215) 672-9100 


MV AUGUSTA 250 
BIANCHI 
CAPRI SCOOTERS 


KAWASAKI PARTS 
PARTS & SERVICE—MAIL ORDER C.0.D. 


Machine Work & Speed Work All Makes 
Cranks & Rods Rebuilt 
Porting, Boring, Complete Engine Overhauls 


BIG BORE KITS 800/850cc 
pj Kairasaki 5 
Street rag Race Conversions 

for Kawasaki 5008750 


Best E.T.—10:15 Best Top Speed —139.90 
On our own Kawasaki 750 


Send 25d for information and decal 


arlington 


1098 Mass. Ave., Arlington, Mass. 02174 e (617) 648-1300 


HONDA 


PARTS & ACCESSORY 
WAREHOUSE 


WE’RE NUMBER 
ONE FOR 
ACTION 4’S - DUNLOP 
KONI - BELL - NGK 
YOSHIMURA - WIXOM 
VETTER— AND MORE 


CARR’S HONDA 


6800 N. CLARK CHICAGO IL 60626 
12-274-7777 


INCLUDE MODEL, YEAR, SERIAL NO 





BMW and NSU Motorcycle complete parts and service 
WEST VALLEY CYCLE SALES, P.O. Box 2068, WINNETKA. 
CALIFORNIA 91306. Mailorders handled promptly. 


HONDA, YAMAHA & HUSKY 
Parts Warehouse 


Any part or accessory for street, mx 
or enduro. Dealers & repair shops 
welcome. Wholesale & Retail. 


Riff's Cycle Center, Inc. 
Rt. 1, Langhorne, PA 19047 215-752-0243 



















CALL 
TOLL FREE 


FROM ANYWHERE in U.S.A. 


800-221-9810 


24 HOUR MAIL UPS SERVICE 
on all HONDA PARTS 
NO RIP—OFF 


State Honda Model No.. 
Year, Frame No., Eng. No. 


1845 LINDEN BLVD., BKLYN, 11207 
N.Y. State CALL: 212-257-0230 COLLECT 


S «HONDA 





C 
A 








NORTHEAST UNITED STATES’ 
LARGEST MOTORCYCLE JUNKYARD 
Hard to Get Parts at Fair Prices 
HIGHEST PRICES PAID FOR 
WRECKS AND PARTIAL CYCLES 


CYCLE SALVAGE, Inc. 


157 Water Street New Haven, CT 06511 
Phone: (203) 624-4315 





HARLEY RACERS—Marv Jorgenson Headers, Drag Fair- 
ings, Seats and Harley Equipment. Write or call for free 
catalog. (617) 372-2621. Custom Painting, 500 Groveland 
St., Haverhill, Mass. 01830. 

LAKE INJECTOR CARBURETOR, the original patented de- 
sign now available from the manufacturer. Lake Products, 
Inc., Executive Bldg. Jeffco Airport, Broomfield, CO 80020. 








WHY RIDE 
HALF A 


HONDA? 


Don't get us wrong; 
Honda's a great machine. 
So great, in fact, that 
Powroll Power Packages can squeeze aston- 
ishing extra performance from every model. | 
We've been engineering trouble-free kits for 
street, trails, track and all-out since '64; we can 
harness your Honda's hidden horsepower. | 
Send for our compre- | 
hensive catalog/per- 
formance manual — ~ 
just $2 for all the 
fast facts. 


[JOWROLL 


P.O. Box 1206 E2 * Shevlin Park Road 
Bend, Oregon 97701 e (503) 382-6395 


CAN BUY AT DEALER COST 
PLUS 10% SERVICE CHARGE 
HONDA-KAWASAKI-SUZUKI-YAMAHA 
PARTS & ACCESSORIES 
NAME BRANDS — BELL - CASLER - HOOKER - NGK - CASTROL - DID 
GOOD YEAR - DUNLOP - YUASA - BOGE - KONI - BELSTAFF - SCOTT 
PACIFICO - AND MANY, MANY MORE. SEND $1.00 FOR ALL NEW DEALER 


COST. 32 PAGE CATALOG TO: GEN-PARTS, P. O BOX 600, CHESTER. N.J. 
07930 






> 


r 





High performance 
products for Hondas & 
4-stroke KAWASAKIS 








GUARD ALARM 


Unique Fail-Safe Anti-Theft device protects your 
Bike from thieves. Amazing simple kit takes minutes 
to install and send only $5.95 money back sat- 
isfaction. 


INFORMATION UNLIMITED, INC. 


Box 626 Lord Jeffrey Orive 
Amherst, N.H. 03031 











BILLETS & REGRINDS 
DRE =. only $1.00 
cycle cams net. cy 


1502 N El Camino Real / San Clemente, California 92672 


USED PARTS 


All makes and models. Save up to 50% of retail. 
Many early & late Japanese & obsolete British 
parts in stock. Prompt | day service. 
Write Dept. C, 87 Park St., 
Beverly, Mass. 01915. (617) 922-3707 
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HONDA 
SUZUKI 


PARTS & ACCESSORIES 


Low Factory Prices. 

Y» Million Dollar Inventory. 
Many Hard To Find And 
Obsolete Parts. Same Day Service. 
Total Machine Shop 
Facilities Specializing in Speed 
& Performance. Cranks Re-Built, 
Boring, Exchanges, Etc. 


Costs Less To Deal With Experts. 


MONTGOMERY VILLE 





Route #309 + Montgomeryville, PA. 18936 
(215) 699-4121 
State Make. Model. Year. Engine #, Frame +. 





EUROPEAN TOURING 





TOUR BRITAIN. Rent 1976 500 cycle. $14 daily. CYCLE- 
TOUR, 36 Meadow Drive, Lindfield, Sussex, England. 
RENT-A-CYCLE and tour England and Scotland. Experi- 
ence 2000 miles of beautiful country in 15 days. Write for 
brochure: ARROWMAKER TRAVEL, 5555 Montgomery, Al- 
buquerque, New Mexico 87109. 








INSTRUCTION 





UNIVERSITY DEGREES BY MAIL! Best Accredited Col- 
leges. Free Information. Collegiate, 256-KC South Robert- 
son, Beverly Hills, CA 90211. 
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GOVERNMENT SURPLUS 





U.S. GOVERNMENT SURPLUS DIRECTORY. How, Where 
to buy 100.000 items (including Jeeps) low as 2 cents 
on dollar! Most complete information available $2.00. 
SURPLUS DISPOSAL. Box 6586-WN. Washington. D.C 
20009. 





INVENTIONS WANTED 


INVENTIONS 
IDEAS WANTED 


Developed, Marketed for Send for FREE booklet: 
Cash/Royalty. t 
Sales or Licensing to Industry. f HOW to safeguard, Develop 
NO IDEA IS TOO SMALL pne ounegeas 
LAWRENCE PESKA ; 
ASSOCIATES 
500 Fifth Ave., Dept. JJ 
New York, N.Y. 10036 


Toll-Free No.: (800) 223-6655 
(N.Y. State residents call: 
(212) 354-9696) 


Offices throughout the USA & Canada 
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Address 





City 


State 


Phone No. 








RECORDS, HI-FI AND ELECTRONICS 





FREE RECORD COLLECTION—Reviewers wanted. Each 
month we ship you new record releases to rate. Anyone 
can qualify. All you pay is postage. You pay nothing for the 
records. Applicants accepted on first come basis. Write: 
Research CY, 6162 Washington Circle, Milwaukee, Wis- 
consin 53213. 


PERSONALS 





CONDOMS BY MAIL! 


Your choice of the best men's contraceptives 
Trojans. NuForm, exciting new JADE and 27 
other brands. Plain, attractive package assures 
privacy. Service is fast and guaranteed. Sample 
IAE pack of 12 assorted condoms: $3. Catalogue 
alone: 25€. Over 50,000 satisfied customers. 
Write today: POPLAN, Dept. DCYE-10, 
105 N. Columbia, Chapel Hill, N.C. 27514 












MISCELLANEOUS 





IDENTIFICATION Cards. send stamped self-addressed en- 
velope for samples. NIPCOF. 727 North Main, Las Vegas. 
Nevada 89101. 

SLEEP LEARNING. Hypnotic Method, 92% effective. 
Details free. ASR Foundation, Box 23429 EG. Fort Lauder- 
dale, Florida 33307. 

FREE! Consumer Service Division Catalog. Includes a 
wide variety of products associated with the special inter- 
ests of readers of Ziff-Davis magazines — PSYCHOLOGY 
TODAY. POPULAR PHOTOGRAPHY. STEREO REVIEW. 
POPULAR ELECTRONICS. BOATING. FLYING. CAR & 
DRIVER. CYCLE. SKIING. Send for YOUR free catalog to- 
day. Consumer Service Div., 595 Broadway, Dept. CL. N.Y.. 
NY 10012. 

YOUTH pipes; water, wine, ice pipes. FREE color catalog 
from R. Johnston, 26841 Via Alcala, Mission Viejo, CA 
92675. 

DISCOUNTERS of Stained Glass Supplies. Send $1.00 for 
catalog. Nervo Distributors, 650 University Ave., Berkeley, 
CA 94710. 

















CONSUMER SERVICE 


DIVISION CATALOG 


Includes a wide variety of products associated with 
the special interests of readers of Ziff-Davis maga- 
zines—Psychology Today, Popular Photography, Stereo 
Review, Popular Electronics, Boating, Flying, Car and 
Driver, Cycle, Skiing. 
Send for your free catalog today. 
Consumer Service Div., 595 Broadway, N.Y. N.Y. 10012 
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Information Service 


Cycle Reader 
Brochure Service 


Here’s a listing of the latest in literature on 
commercially available motorcycle products. 
To receive any of the following materials, 
simply circle the number next to the item on 
coupon at right. Your request will be for- 
warded to the appropriate company. 

Frank’s Maintenance & Engineering Inc. has a brochure on 

their full line of fork tube kits, including prices and shipping 

info. 

The motorcycle touring equipment catalogue from Eclipse Inc., 

contains everything from tank bags to tents to cold weather 

riding gloves. 

The Slipstreamer Fairing is the first all transparent fairing. Color- 

ful leaflet gives full specs., from C. F. Inc. 

The Robert Bosch Corporation lists its line of motorcycle spark 

plugs; bikes are matched to plugs, in an easy-to-read brochure. 

Gunk Labs’ colorful sheets include point and chain cleaners, 

chain lubes, and degreasers. 

Nylon clutch-brake and gear shift levers from Impac Industries 

are detailed in their latest fact sheets. 

8 colorful pages illustrate KRW's complete line of helmets in 

a catalogue featuring a ''color matching" chart. 

A new combination lock-cable-alarm is the subject of an easy- 

to-refer-to brochure from Dualock. 

Time Out Corporation gives details on their cycle trailer in 

a color brochure. 

Norris Cycle Cams has individual sheets listing their line of 

cams and associated valve train components, including two 

cycle—125/250 Elsinore parts. 

A disc brake selector guide is available from Performance 
Machine, with pics and mounting instructions. 

Drag Bike Engineering’s chrome pipes and die cast chrome 
covers are pictured and described in this manufacturer's bro- 
chure. 

Shoei Safety Helmet Corp. offers its brochures on helmets and 

saddlebags. 

The Troubleshooter brochure from WD-40 Company explains 
many do-it-yourself advantages of its combination rust preven- 

tive, silicone-free, lubricant spray. 

Cosmopolitan Motors, Inc. provides information on the Benelli 
bikes, as well as the Cosmo Accessories: A complete list of 
dealers is also included. 

Motorcycle tires, street, trials, and MX, are pictured and de- 
scribed in this easy-to-read pamphlet from the inoue Group. 
Mail order catalogue of electrical wiring devices, from AMP 

Special Industries. 24 pages, with complete descriptions and 
ordering info. on insulated and uninsulated splices, terminals, 
connectors; hand tools for stripping wire and crimping terminals, 
as well as wire ties and markers and other electrical accessories. 
Heatsulators, a brochure outlining insulated and heated clothing 
and equipment, is offered by Visa-Therm. 

Rebcor will send full color leaflets on their complete line of 
helmets, as well as their handlebar-mounted fairing and Letan& 
windshields. 

From Bassani: A complete listing of their exhaust system prod- 
ucts. 


For any of the above information circle ap- 
propriate number on a coupon at right! 





Here's how you can get additional information concerning products 
and services advertised in this issue, the New Products Editorial Sec- 
tion, and the listing on this page: 

. Clip one of the coupons. Print, or type, your name and address as 
indicated. Be sure to include Zip Code. 

2. Please circle the number on the coupon which corresponds to the 
number at the bottom of the advertisement, New Product listing, or 
next to the item in our brochure listing on which you wish further 
information. 

. Enclose 25é to cover our processing costs. Your name will be for- 
warded to each company from whom you have requested further 
information: Listed companies will mail out literature as they deem 
appropriate. 

4. Mail Coupon and 25é to: 


s 


[^ 


Cycle 

P.O. Box 2904 

Clinton, lowa 52732 

5. Allow 4 to 6 weeks for receipt of literature and information. 
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CARL CRANKE Continued from page 97 


training? 

Cranke: Yes. They don’t like us staying up late. 
If Maiers catches someone running around real 
late he jumps on them. We have to respect 
him for it. John is a physical fitness fanatic. 
He runs every moming. 

Cycle: How much sleep do you get each night 
at Six Day? 

Cranke: Seven hours. 

Cycle: What do you eat? 

Cranke: Well, we had good food this year. In 
Italy I about starved to death. We had meat 
every night on the Island. A lot of lamb. They 
fix lamb every way it can be fixed. It was good. 
During the day I eat a good breakfast and 
then just grab chocolate or Gatorade on the 
trail. Some people don’t eat breakfast. 


Early in the afternoon of our trail ride we 
stopped at a secluded gas station/cafe for 
lunch. In discussing food, Carl revealed he 
doesn’t eat fruit, rarely touches vegetables and 
hasn't had a drop of milk since he was six. 
He eats lots of meat and loves candy. So do 
I. Between us, we ate 10 candy bars on our 
IHDT trail ride. 


Cycle: A friend of yours, Bren Moran, was killed 
on the first day of the Trial. What happened? 
Cranke: The Trial started badly for us. I got 
the news that Bren had died and it just freaked 
me out. I didn’t know what to do. I sat on 
the trail when they told me. I had a few minutes 
to spare at the check and I just sat there. T 
couldn’t imagine not being able to see him 
again. I thought of him, and of talking to him, 
and memories came back. It just snapped me 
out. And the next day we had to ride right 
by where he got killed. It was on an old railroad 
right-of-way that was maybe 15 feet high and 
pretty rocky at the bottom. From what I under- 
stand he knocked himself unconscious and 
swallowed his partial plate. So he choked. His 
wife was there and it was really sad. 

Cycle: Can Six Day riders actually change a 
tire in the legendary 4 minutes? 

Cranke: Sure. 

Cycle: When does the time start and end? 


EDITORIAL . . . Continued from page 4 


The plain truth of the matter is, Kawasaki 
and Suzuki, for all their talk of improving 
the breed and sales promotion and tough- 
ening up the old image, turn out to have 
been involved in racing for the same reason 
as everybody else: Suzuki and Kawasaki 
raced because it was fun. It would be easy 
to haul off and blame their disappearance 
on a rules structure that permitted Yamaha 
to sweep all before them year after year, 
but that overlooks the fact that Kawasaki 
had Yamaha covered at Laguna Seca, and 
Suzuki matched the TZs for speed at Ontario 
and Daytona. Suzuki and Kawasaki have 
withdrawn because there aren't really 
enough road race Nationals to make it worth 
their while: that's an idea that has merit, 
except that there were but three Nationals 
in 1975, and there will be four in 1976, so 
why didn't Suzuki and Kawasaki pull out 


102 


Cranke: It begins when you stop the bike and 
ends when it fires up again. 

Cycle: What is the record? : 

Cranke: In Lorain this year Gary Younkins had 
set a really fast time and everyone was bragaing 
about it, so I changed one to see if I could 
beat him. It was in the shop where things were 
clean but that was the only difference from 
actual Six Day conditions. | did a front one 
in. 2 minutes 30 seconds and the rear in 3 
minutes and 5 seconds. 

Cycle: Both tires in 5:35!!!? 

Cranke: Yes. Maiers was there and he kept 
track of the time. 

Cycle: Tell us about the incident with Malcolm 
Smith where you ran interference. 

Cranke: Oh yes. That was funny. There was 
a section that made two short laps through 
the city and Malcolm got stopped by a traffic 
cop who was making his lane wait while a bunch 
of other cars went by. After a full minute 
Malcolm got anxious and asked if he could 
go. The policeman said something like, “You'll 
go when I tell you and not before." With that 
Malcolm just let out the clutch. The guy 
grabbed at Malcolm and nearly yanked him 
off his bike, but he spun around and hauled 
down the street. Malcolm was worried that the 
guy would give him a ticket on the next lap 
and if that happens you're disqualified. So we 
devised a plan. Malcolm hung in right behind 
me so the policeman didn't have a clear view 
and as I approached the cop, I frantically 
pointed to the right in a questioning manner 
so he thought I was asking which way the 
course went. He was shaking his head no, no, 
no and got so involved pointing to the left that 
we both sailed past him. I think he caught what 
was happening at the last second, but by then 
it was too late. We were doing 50 mph. 

Cycle: If you could pick an All-Star Trophy 
Team from anyone in the world, who would 
be on it? 

Cranke: Wow. Probably four of the Czech riders 
and two of the West Germans—Whitthoft and 
Wolfgruber. On the Czech team just pick the 
ones who have won Gold Medals for the last 
8-10 years and won their class five or six times. 
I can't say the Czech team has the six best 
riders in the world because they don't, but they 


at the beginning of the '75 season, instead 
of the end? 

No, the only reason that makes sense is 
the reason that's the most appealing: racing 
is an extravagance and an indulgence and 
great good fun, and it can be savored if 
God is in his heaven and all is right with 
the world. Suzuki and Kawasaki did not race 
by reflex, the way H-D and MV do, and 
Yamaha generally does. Suzuki and Kawa- 
saki thought it would be a fun thing, so they 
did it, and kept on doing it until the American 
market was temporarily unable to support 
their habit. 

That is where things stand now: sales in 
the U.S. are soft, the economy is tight, and 
to burn off boxcar-loads of money in the 
pursuit of racing success might be thought 
of as whimsical at best, times being what 
they are. Want to see Suzuki and Kawasaki 
back in the United States, whistling around 
Daytona's high banks and darting through 


have most of them. The Germans have good 
ones too. 

Cyde: How about an American All-Star Team 
with brands being no consideration? 

Cranke: I'd love to answer that but it’s too 
political. The selection would be pretty obvious. 
I agree with the way the Team is selected now. 
John pays so he plays. How can you tell the 
person who pays the bills who will ride for him? 
Cyde: How much does it cost to sponsor a 
Trophy Team? 

Cranke: I don't know but it’s a lot. 

Cycle: $30-40 thousand? 

Cranke: Anyway. I know when Six Days was 
in the U.S. we had to take care of all the KTM 
people and the cost was like $150,000, an 
incredible amount. We had to supply all the 
spares and support. Six Day is a dream to 
John—he wants to win the World Trophy. 
Cycle: When will America do that? 

Cranke: I’m not even sure it is possible. I will 
contribute whatever I can. 

Cycle: What is your most satisfying achievement 
in motorcycling? 

Cranke: I don’t think I can really pin it down. 
I have had 11 years of satisfaction . . . starting 
with the first event I ever won. For a career 
to be a career it has to blossom with new 
achievements and goals. I don't think I could 
pick one thing. When I won a Gold Medal 
in my first Six Day in 1972 in Czechoslovakia, 
I was amazed because it had been a dream 
just to ride in a Trial. That really was pleasing. 
But then again it was pleasing to win the 
opening TT at Ascot in 1968. Everything is 
all in its own perspective. 

Cycle: If careers have to blossom how can you 
see yours opening up anymore? What's left? 
Cranke: Getting more proficient. I become 
satisfied when I please myself with my riding. 
I need to settle down a bit and work towards 
more control. 


Maybe that's why Carl isn't sure whether it's 
possible for America to win the ISDT. He 
knows he's as good as any U.S. rider, yet he 
is trying to improve—to reach the levels of riding 
ability he has seen in the people whose names 
he can't pronounce—Mrazek, Cespiva, Sto- 
dulka, Gustavsson, Cihelka. © 


Laguna’s corkscrew greenery (sometimes 
on the track, sometimes—literally—through 
the greenery)? Fine. You can do it. Only 
you can do it. You're simply going to have 
to start buying more motorcycles. The more 
bikes you buy, the stronger the market will 
become. The stronger the market, the easier 
Suzuki and Kawasaki executives will 
breathe. And the easier they breathe, the 
more fondly they will look upon pavement 
racing as a way to "project the company's 
image" and "do important R&D on ideas 
and hardware that will be incorporated on 
forthcoming street models" and "promote 
the name of the company." You and | will 
know better, naturally. You and | will know 
that behind all the mega-syllable bush-beat- 
ing and the biz-chatter will be one executive, 
or one group of executives, who have de- 
cided once again that the time has come 
to go out there and have some fun. 
—Cook Neilson 
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The richest t motorcycle competition 
an America. 


7 CASTLE ROCK 
July 17 
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Camel Filter cigarettes proudly announces its sponsorship of America’s richest professional 
motorcycle series: The Camel Pro Series. 

The top riders racing the big machines such as Yamaha, Honda, Bultaco, BMW, Gringo, 
Harley-Davidson, Norton-Triumph, Kawasaki and Sad will be chasing over $800,000 in 


prize money. 
T series is sanctioned by the American Motor- 


cycle Association and includes all the events of the 
“AMA Grand National Series. Short track. Tourist 
trophy. Road race. Half-mile. Mile. 
Look for the race in your area and watch your local 
newspaper for further details. 


“Camel Filters and Motorcycle Racing. 
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EE Warning: The Surgeon General Has Determined 


That Cigarette Smoking Is Dangerous to Your Health. 


©1976 R. J. REYNOLDS TOBACCO CO. 


19 mg. “tar”, 1.3 mg. nicotine av. per cigarette, FTC Report SEPT. 75. 





IT’S A GREAT LIFE. 


KEEP IT THAT WAY 
with ARTHUR FULMER 


Premium Quality Safety Helmets 


We make them for people who look for quality 
before price. Because they put safety first. 
And we.display them only where it makes the 
most sense for you to shop. Your local 
motorcycle: dealer — where expert guidance 
and concern for your safety is what it’s all about. 





EIN Y ARE Yon yr PO GE 
ARTHUR 595 FULMER 

260 Monroe, Memphis, Tenn. 

Member, Safety Helmet Council of America 


CIRCLE NO. 22 ON READER SERVICE PAGE. 


